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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TAXES AND MOTOR TRANSPORT 
KE are printing elsewhere in this issue an article 
on taxes and motor transport—an effort on the 
part of the writer to set forth the facts available as to 
what the operators of motor transport pay for their use 
of the public highways. What commercial operators pay 
for this purpose is comparable to what the railroads pay 
for the construction and maintenance of their roadways. 
It is not necessarily true that motor transport 
operators should be made to pay for highway construc- 
tion and maintenance merely for the sake of equalizing 
this burden as between themselves and their competitors, 
the railroads, but, since the railroads furnish their own 
roadway and the roadway used by their motor vehicle 
competitors is furnished by the public, it does seem that 
the motor vehicles should fully reimburse the public to 
the extent that public funds are an aid to commercial 
motor transport. Whether this is being done, to what ex- 
tent it should be done, and how it should be done, are 
questions open to debate. There are conflicting claims 
and the figures are, for the most part, ex parte. The sit- 
uation well illustrates the need for a capable, unbiased, 
fact-finding body such as is contemplated in the present 
agitation for a transportation institute. 
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It must be borne in mind that this subject of taxa- 
tion, or proper payment by motor vehicles for their use 
of the public highways, is, however, only one of the phases 
of the problem of equalization or the placing of rails and 
motors on a fairly competitive basis. 
that of regulation. 
state and interstate. 


The other phase is 
The railroads are regulated strictly, 

Their motor vehicle competitors are 
regulated not at all interstate and only spasmodically 
and in lesser degree intrastate. What are the principles 
that should govern in this respect and, having found the 
principles, how shall we go about it practically to apply 
them? Here, too, the services of such a fact-finding body 
as we are advocating would be found valuable. 





THE GOVERNMENT BARGE LINES 

NNOUNCEMENT by Major General T. Q. Ashburn, 

of the Inland Waterways Corporation, that the 
government barge lines are making money, and issuance 
by the Commission of statistics showing that, in 1930, 
the government barge lines had a net income of $46,767, 
while privately owned and operated barge lines on the 
Ohio and Mississippi Rivers had substantial deficits in 
net income, it seems to us, afford grounds for a thorough 
inquiry by Congress into the relationship of the govern- 
ment barge lines to privately owned and operated barge 
lines and to the railroads. 

Of course, the government barge lines would not be 
“making money” if the requireyents that must be met 
by privately owned and operated lines were met by them. 
As has been pointed out frequently, the government lines 
have been handsomely financed by the taxpayers, free of 
charge. The government barge line officials do not take 
the cost of capital into consideration when they say they 
are making money. Congress could well make inquiry as 
to why privately owned and operated barge lines lose 
money while the government lines are “making money.” 

Another phase of the national transportation prob- 
lem that is accentuated by the statements and reports 
referred to is that of the government in business claim- 
ing to be “making money” while the strictly regulated 
railroads, with which it is in competition under legal 
requirements that decidedly give the government lines 
an advantage, in addition to the financing without cost, 
are appealing to the Commission to save them from 


disaster by permitting rates to be increased. Here we 
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have the government competing, not only with privately 
owned and operated barge lines, but also with the rail- 
roads on an unfair basis, and at the same time strictly 
regulating the railroads. And the irony of it is is that, 
with the railroads faced with serious financial problems, 
the government, speaking through its authorized agents, 
issues statements to the effect that, even in widespread 
depression, it is making money running its barge lines, 
because it is offering cheap transportation service. Those 
who are so situated that they can make use of the govern- 
ment barge services, of course, do obtain service at less 
cost to them than if they used rail service. The public, 
however, foots the bill for this government enterprise 
and makes possible this “cheap transportation.” It 
would seem that, from a sense of propriety alone, the 
government barge line officials would not “rub it in” at 
such a time as this by pointing to profits. 

If the government is to keep its record clear with 
respect to fair dealing, it is imperative that it take steps 
to establish the facts about the government barge line 
operations and, through Congress, make the changes in 
law that are necessary to put the relation of government 
to privately owned and operated transportation business 
on a fair and equitable basis. 

As time has passed, it has become more and more 
apparent that the government barge line operations are 
not a demonstration that private capital may success- 
fully engage in river transportation, but a government 
enterprise that will, unless the people, through Congress, 
decide otherwise, continue in business for many years. 


EASTERN CONSOLIDATION PLAN 


The Traffic World Washington Bureau 


Modification of the Commission’s consolidation plan, as set 
forth in No. 12964, consolidation of railroads, 159 I. C. C. 522, 
decided December 9, 1929, so as to permit the filing of applica- 
tions for unification of eastern railroads, outside of New England, 
into four instead of five systems, in accord with a four-system 
plan agreed upon by the eastern railroad executives of the exist- 
ing four major systems, is sought by the Baltimore and Ohio 
Railroad Company, the Chesapeake and Ohio Railway Company, 
the New York Central Railroad Company and the Pennsylvania 
Railroad Company in an application filed with the Commission. 

This move on the part of the eastern carriers involved has 
been awaited ever since President Hoover announced December 
30, 1930, that a plan for consolidation of the railroads in official 
classification territory, except New England, into four in- 
dependent systems, had been agreed upon for presentation to 
the Commission. The President said the negotiations that re- 
sulted in the agreement were undertaken at his suggestion “in 
the hope of effecting the consolidation policies declared by Con- 
gress in 1920, and especially at this time as a contribution to 
the recovery of business by enlarging opportunity for employ- 
ment and by increasing the financial stability of all the railways, 
and particularly some of the weaker roads.” (See Traffic World, 
January 3, 1931, p. 25.) 

In a letter to the Commission dated January 2, 1931, the 
presidents of the four major systems advised the Commission of 
the agreement referred to by the President. It was stated that 
the right to the use by the Pennsylvania of trackage on the 
Nickel Plate between Ashtabula, O., and Brocton, N. Y., and 
the disposition of the Virginian were in process of determination 
or adjustment. It was also stated that conferences would be 
continued for the purpose of dealing with the short lines, and 
various trackage and terminal grants essential to round out the 
four systems. 

From time to time conferences have been held by the 
executives. Not long ago it was reported in newspapers that 
the efforts to obtain a final agreement had virtually been dropped 
but this was denied by Daniel Willard, president of the Balti- 
more and Ohio. 
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Under the plan filed with the Commission the Virginian is 
to be jointly owned and operated by the Pennsylvania and the 
Chesapeake and Ohio. It does not provide, however, for track- 
age rights for the Pennsylvania over the Nickel Plate between 
Ashtabula, O., and Brocton, N. Y. This, however, it is under- 
stood, does not foreclose the right of the Pennsylvania to ask 
for this right at some later time. The omission of that phase 
of the matter is regarded as a means of eliminating an obstacle 
that could not be removed at this time and leaving it to be 
dealt with, if and when it should arise, when applications for 
authority to unify or consolidate are before the Commission. 

The specific prayer of the applicants in the move now taken 
by them is that the Commission reopen the consolidation case 
and, upon hearing, change and modify, by supplemental or other 
proper order, its plan, as published December 9, 1929, to such 
extent as may be necessary to provide for the incorporation 
therein of the four-system plan set forth in the application. 

The applicants review the status of the proceeding, referring 
to the provisions of the transportation act relating to consolida- 
tion, the promulgation by the Commission, August 3, 1921, of 
its tentative consolidation plan, the hearings held thereon in 
1923, and finally the promulgation of the Commission’s plan 
December 9, 1929. The point is made that the evidence sub- 
mitted in 1923 related to the tentative plan and was without 
specific reference either to the Commission’s plan as finally 
promulgated or to the plan now proposed by the carriers. Ref- 
erence is made to changes in conditions since the closing of the 
formal record in the case as follows: 


Acquisitions of interests or control, complete or partial, of car- 
riers, through stock ownership, lease, or sale, had taken place; new 
industries and traffic had been developed; changes in rates, routes 
and movements of traffic, both freight and passenger, had occurred; 
new and competitive forms of transportation had come into being or 
extended their scope; and new lines of railroad had been built, old 
lines abandoned, and facilities improved, approximately $4,100,000,000 
having been added to the net investment in road and equipment in 
the six years 1924-1929, inclusive. Moreover, as to the effect of 
these and other types of changed conditions there neither was nor 
upon the record could have been a presentation of views by the 
carriers interested. The law, however, required the Commission to 
adopt a plan of consolidation; and in doing so the Commission, in 
the light of the circumstances, and speaking of applications such as 
the present, stated: 

“Section 5 (5) provides that after we have adopted a plan, as 
we here do, we may, either upon our own motion or upon application, 
reopen the matter for such changes or modifications as in our judg- 
ment will promote the public interest. Such applications will afford 
opportunity for further consideration upon adequate and recent 
records of the various parts of the plan.”’ 

In view of their deep interest in the subject, set forth above, 
the applicants, upon the promulgation of the Commission’s Plan, 
gave careful consideration thereto, with reference both to the feas- 
ibility of its consummation and to its effect, if consummated, upon 
the public interest. Systems Nos. 3, 4, 5 and 6, as set forth therein, 
were built up around the systems of the applicants, respectively. 
With respect to by far the greater part of the allocations made to 
those systems, the study made by the applicants has led them to 
agree with the conclusions of the Commission, it being contemplated 
in this application that over 95 per cent of the mileage allocated in 
the Commission’s plan to those systems, respectively, shall remain 
allocated to the same systems. While in respect of the remaining 
allocations to those systems, and also in respect of the failure to 
make certain allocations to them, grave difficulties were encountered, 
it is unnecessary here to state these in detail; for in their study 
of System No. 7—Wabash-Seaboard, the difficulties were found and 
are believed by the applicants to be insuperable. It has, therefore, 
seemed to the applicants that if progress was to be made in furthering 
the national policy of consolidation,-it would be necessary to reallocate 
the railroad properties included in proposed System No. 7 among 
other systems. Such reallocation is the more desirable in that it is 
believed that it is essential both in the public interest and in the 
interest of the applicants. 


The applicants then refer to their consideration of the 
Commission’s plan and their conferences looking to preparation 
of and agreement upon a plan which would promote the public 
interest and the national policy more effectively than the Com- 
mission’s plan. They say it was a further purpose of the ap- 
plicants in seeking to reach an agreement to be able to 
afford the Commission assurance, necessary to the accomplish- 
ment of any plan of voluntary consolidation, that adequate 
financial resources would be marshaled in support of the plan. 
Reference is then made to the letter sent the Commission under 
date of January 2, 1931, as to the agreement reached at that 
time. 

Changes in I. C. C. Plan 

The preparation and formulation of the four-system plan, 
say the applicants, has now been completed, so far as the same 
lies within the power of the applicants, and is, in the judg- 
ment of the applicants, ready for submission to the Commission. 
The changes proposed to be made in the Commission’s complete 
plan, say the applicants, may be stated as follows: 


1—The Delaware and Hudson* from System No. 1-Boston & Maine 
to joint ownership by the four systems herein proposed; 


*For the sake of brevity, abbreviated names are used for the car- 
riers hereinafter named, the words ‘‘the,” “railroad,” “railway,” 
“company,” etc., being frequently omitted. If desired, an exhibit 
will be filed at the hearing showing the full corporate names of the 
carriers involved. 
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2—The New York, Ontario and Western Railway from System 
No. 2-New Haven to System No. 3-New York Central; 

38—The Lehigh & Hudson River Railway from System No. 2-New 
Haven to System No. 5-Baltimore & Ohio; 

4—The Lehigh & New England Railroad from System No. 2- 
New Haven to joint ownership by the four systems herein proposed; 

5—The Virginian Railway from System No. 3-New York Central 
to joint ownership by Systems No. 4-Pennsylvania and No. 6-Chesa- 
peake & Ohio-Nickel Plate; 

6—Detroit, Toledo and Ironton Railroad from joint ownership by 
Systems No. 5-Baltimore & Ohio and No. 7-Wabash-Seaboard to 
System No. 4-Pennsylvania; 

7—The Delaware, Lackawanna and Western Railroad from Sys- 
tem No. 6-Chesapeake & Ohio-Nickel Plate to System No. 3-New 
York Central; 

8—Wabash Railway, Toledo, Peoria & Western Railroad and Nor- 
folk and Western Railway from System No. 7-Wabash-Seaboard to 
System No. 4-Pennsylvania; 

9—Lehigh Valley Railroad, Wheeling and Lake Erie Railway and 
Chesapeake & Ohio Railway of Indiana from System No. 7-Wabash- 
Seaboard to System No. 6-Chesapeake & Ohio-Nickel Plate; 

10—The Pittsburgh & West Virginia Railway, except that por- 
tion west of Gould’s Tunnel,+ and the Akron, Canton & Youngstown 
Railway from System No. 7-Wabash-Seaboard to joint ownership by 
the four systems herein proposed, and that portion of the Pittsburgh 
& West Virginia west of Gould’s Tunnel from System No. 7-Wabash- 
Seaboard to System No. 6-Chesapeake & Ohio-Nickel Plate; 

11—Western Maryland Railway and Ann Arbor Railroad from 
System No. 7-Wabash-Seaboard to System No. 5-Baltimore & Ohio; 

12—Chicago and Eastern Illinois Railway from System No. 11- 
Chicago and North Western to System No. 6-Chesapeake & Ohio- 
Nickel Plate; 

13—Chicago, Indianapolis and Louisville Railway from joint owner- 
ship by Systems No. 5-Baltimore & Ohio, No. 8-Ailantic Coast Line 
and No. 9-Southern to System No. 5-Baltimore & Ohio. 

14—The Monongahela Railway from joint ownership by Systems 
No. 3-New York Central, No. 4-Pennsylvania, and No. 5-Baltimore 
& Ohio, to joint ownership by the four systems herein proposed; 

15—Pittsburgh, Chartiers & Youghiogheny Railway from joint 
ownership by Systems No. 3-New York Central, and No. 4-Penn- 
sylvania, to joint ownership by the four systems herein proposed; 

16—Montour Railroad, not allocated in said plan, to joint owner- 
ship by the four systems herein proposed; 

17—Other allocations of carriers, principally short lines and con- 
necting and terminal railroads, other arrangements, and trackage 
and other rights, all as particularly set forth in detail in the fourth- 
system plan. 

Wherever herein or in said four-system plan a carrier or prop- 
erty is named, unless an exception is particularly named, it is in- 
tended to include all subsidiary owned, controlled, leased, or operated 
lines, 





The Four-System Plan 


The effect of making the changes and modifications of the 
Commission’s plan, as above set forth, say the applicants, would 
be to group the railroad properties of eastern territory (ex- 
cluding New England except the Boston and Albany Railroad 
which is leased to and a part of the New York Central and in 
the Commission’s plan is allocated to System No. 3—New York 
Central into four systems, in accord with the four-system plan 
proposed. The plan and applicants’ discussion thereof follow: 


System No. 8—New York Central: New York Central Railroad, 
Fulton Chain Railway, Raquette Lake Railway, Chicago River and 
Indiana Railroad, Louisville and Jeffersonville Bridge and Railroad 
Company, Muncie Belt Railway, Federal Valley Railway, Pittsburgh 
and Lake Erie Railroad, Lake Erie and Eastern Railroad, Delaware, 
Lackawanna and Western Railroad, Harlem Transfer Company, New 
York, Ontario and Western Railway, Ulster & Delaware Railroad. 

Trackage to New York Central System: 

Baltimore & Ohio System: Reading Company—Newberry Jct., Pa., 
to Rupert, Pa.; Lehigh and Hudson River Railway—Andover Junction, 
N. J., to Maybrook, N. Y. 

Chesapeake & Ohio-Nickel Plate System: Pere Marquette Rail- 
way—Grand Rapids, Mich., to Muskegon, Mich.; Lehigh Valley Rail- 
road—Avoca, Pa., to Waverly, N. Y.; Pittsburgh & West Virginia 
Railway—Hopedale Jct., O., to a point at or near Gould’s Tunnel; 
Wheeling and Lake Erie Railway—kKent, Ohio, to Mogadore, Ohio; 
Wheeling and Lake Erie Railway—Dillonvale, Ohio, to a point near 
Unionvale, Ohio—Adena to Neff, Ohio. 

System No. 4—Pennsylvania: Pennsylvania Railroad, Long Island 
Railroad, Baltimore and Eastern Railroad, Pennsylvania and Atlantic 
Railroad, Philadelphia and Beach Haven Railroad, Rosslyn Connecting 
Railroad, Waynesburg and Washington Railroad, Western Allegheny 
Railroad, Philadelphia and Camden Ferry Company, Toledo, Peoria 
& Western Railroad, Norfolk and Western Railway, Wabash Railway, 
New Jersey, Indiana & Illinois Railroad, Detroit and Western Rail- 
way, Detroit, Toledo and Ironton Railroad. 

Trackage to Pennsylvania System: 

New York Central System: New York Central Railroad—Newark, 
N. Y., to Genessee Jct., N. Y., or over Lehigh Valley as shown below: 
New York Central Railroad—Cleveland, O., to connection with Lorain, 
Ashland & Southern R. R. at Lorain, O.; New York Central Rail- 
road—Wellington, O., to Crestline, O. 

Baltimore & Ohio System: Baltimore and Ohio Railroad—Girard, 
Ohio, to Haselton, Ohio; Baltimore and Ohio Railroad—Warwick, 
Ohio, to Greenwich, Ohio. 

Chesapeake & Ohio-Nickel Plate System: Lehigh Valley Railroad, 
1—National Docks Railway—Waldo Avenue (Jersey City) to connec- 
tion with Edgewater Branch near the Morris Canal; 2—Edgewater 
Branch—connection with National Docks Railway to connection with 
proposed tracks on Jersey City water front; Lehigh Valley Railroad— 
Phelps Jct. to Wadsworth Jct., N. Y., or over New York Central 
Railroad as shown above; Pere Marquette Railway—LaCrosse, Ind., 
to Hanna, Ind. 

System No. 5—Baltimore & Ohio: Baltimore and Ohio Railroad, 
Baltimore and Ohio Chicago Terminal Railroad, Dayton and Union 
Rail Road, Staten Island Rapid Transit Railway, Reading Company, 
Atlantic City Railroad, Peoples Railway, Central Railroad of New 
Jersey, Lehigh and Hudson River Railway, Western Maryland Railway, 
Ann Arbor Railroad, Manistique and Lake Superior Railroad, Buffalo, 





yAbout three miles west of the Ohio River. 


The Traffic World 





Vol. XLVIII, No. 15 





Rochester and Pittsburgh Railway, Buffalo & Susquehanna Railroad, 
sa and Alton Railroad, Chicago, Indianapolis and Louisville 
ailway. 
Trackage to Baltimore & Ohio System 


New York Central System: New York Central Railroad—Monroe- 
ville, O., to Toledo, O., or over Wheeling and Lake Erie Railway as 
shown below: New York Central Railroad—Charleston, W. Va., to 
Kanauga, O.; Delaware, Lackawanna and Western Railroad—Rupert, 
Pa., to Plymouth Junction, Pa. 

Pennsylvania System: Pennsylvania Railroad—Sinnemahoning, 
Pa. (or Driftwood) to Williamsport, Pa.; Pennsylvania Railroad—West 
Brownsville Jct., Pa., to a connection with the West Side Belt Rail- 
road at or near Clairton, Pa. 

Chesapeake & Ohio-Nickel Plate System: Chesapeake and 
Ohio Railway—Kanauga, O., to Dundas, O.; Pere Marquette Railway 
—Toledo, O., to Detroit, Mich.; Wheeling and Lake Erie Railway— 
Traffic and trackage rights from Terminal Junction to Yorkville, O.; 
Wheeling and Lake Erie Railway—Zanesville to Canton (or Cuyahoga 
Falls), Ohio; Wheeling and Lake Erie Railway—Creston to Toledo, 
O., or over New York Central Railroad as shown above; Wheeling 
and Lake Erie Railway and Wheeling & Lake Erie Belt—Connection 
between Baltimore and Ohio Railroad and Wheeling & Lake Erie 
Belt and between Baltimore & Ohio Railroad and Michigan Central, 
Pere Marquette, Ann Arbor and Detroit and Toledo Shore Line, via 
the Wheeling & Lake Erie Belt at Toledo, O.; Wheeling and Lake 
Erie Railway and Wheeling & Lake Erie Belt at Cleveland, O.— 
Connection to reach the tracks of Cleveland Union Terminals Com- 
pany at Cleveland, O. 

Systems No. 6—Chesapeake & Ohio-Nickel Plate: Chesapeake 
and Ohio Railway, Covington and Cincinnati Elevated Railroad and 
Transfer and Bridge Company, Pere Marquette Railway, Flint Belt 
Railroad, New York, Chicago and St. Louis Railroad, Erie Railroad, 
Chicago and Erie Railroad, New York, Susquehanna and Western 
Railroad, Wilkes-Barre and Eastern Railroad, New Jersey and New 
York Railroad, Bath and Hammondsport Railroad, Lehigh Valley 
Railroad, Bessemer and Lake Erie Railroad, Chicago and Eastern 
Illinois Railway, Chicago Heights Terminal Transfer Railroad, Wheel- 
ing and Lake Erie Railway, Lorain and West Virginia Railway, 
Pittsburgh & West Virginia Railway (west of a point at or near 
Gould’s Tunnel), Pittsburg & Shawmut Railroad, Pittsburg, Shaw- 
mut and Northern Railroad, Detroit & Mackinac Railway, Manistee 
and Northeastern Railway; new construction, Portland, N. Y., to 


Portage, N. Y. 


Trackage to Chesapeake & Ohio-Nickel Plate System 


New York Central System: Delaware, Lackawanna and Western 
Railroad—From the Lehigh Valley connection at Pittston, Pa., or 
thereabout, via Kingsland to Hoboken, N. J. (including the right of 
joint use of passenger facilities at Hoboken and the right to make 
connection with the Erie Railroad at or near Croxton Yard for 
freight service), and from Kingsland, via Kingsland Cut Off, to a 
point of connection with the Pennsylvania Railroad passenger line 
at or near Kearney Junction (including the right to make connection 
with the Greenwood Lake Division of the Erie Railroad at or near 
Arlington). For system and joint system use, bridge rights, pas- 
senger and freight; Michigan Central Railroad—St. Thomas, Ont., to 
Courtright, Ont. (or lease); Michigan Central Railroad—St. Clair 
Springs, Mich., to Richmond, Mich. (or lease), Kanawha & Michigan 
Railway—Armitage to Hobson, Ohio. 

Pennsylvania System: Pennsylvania Railroad—Indianapolis, Ind., 
to Louisville, Ky.; Pennsylvania Railroad—From a point of connection 
with the Lehigh Valley at or near Newark to and from Pennsylvania 
Railroad passenger station on Manhattan Island; Pennsylvania Rail- 
road—West Brownsville Jct., Pa., to a connection with the West Side 
Belt Railroad at or near Clairton, Pa. 

Baltimore & Ohio System: Baltimore and Ohio Railroad—Dayton, 
O., to Cincinnati, Ohio; Buffalo, Rochester and Pittsburgh Railway 
(including Allegheny & Western Railway)—Butler, Pa., through Punx- 
sutawney and DuBois, to Clearfield, Pa.; Buffalo, Rochester and Pitts- 
burgh Railway—LeRoy to Rochester, N. Y.—Including joint use of 
Rochester terminals and Rochester Belt Line and branch of the Belt 
to Charlotte Docks; Baltimore and Ohio Railroad—Butler, Pa., to 
ed _ Pa.; Lehigh and Hudson River Railway—all or any part 

ereof. 

Joint—New York Central, Pennsylvania, Baltimore & Ohio and 
Chesapeake & Ohio-Nickel Plate: Delaware and Hudson Railroad, 
Cooperstown and Charlotte Valley Railroad, Greenwich and Johnson- 
ville Railway, Schoharie Valley Railway, Napierville Junction Railway, 
Lehigh and New England Railroad, Montour Railroad, Pittsburgh, 
Chartiers & Youghiogheny Railway—Trackage over the P. R. R. 
Woodville Jct., Pa., to Van Emman, Pa., to reach new construction 
of P. C. & Y. R. R. and Monongahela Railway, Van Emman to Clarks- 
ville, Pa., Monongahela Railway, Pittsburgh & West Virginia Railway 
(east of a point at or near Gould’s Tunnel); Elgin, Joliet & Eastern 
Railway, Akron & Barberton Belt Railroad, and Akron, Canton & 
Youngstown Railway. 

Joint—New York Central and Pennsylvania: Central Indiana Rail- 
way, Cherry Tree and Dixonville Railroad, Cambria and Indiana Rail- 
road, Lake Erie and Pittsburgh Railway. 

Joint—New York Central (60 per cent), Chicago and North West- 
ern (20 per cent) and Chicago, Milwaukee, St. Paul and Pacific (20 
per cent); Indiana Harbor Belt Railroad. 

Joint—New York Central and Chicago, Rock Island and Pacific: 
Kankakee and Seneca Railroad. 

Joint—Pennsylvania and Chesapeake & Ohio-Nickel Plate: Vir- 
ginian Railway. 

Joint—Baltimore & Ohio and Chesapeake & Ohio-Nickel Plate: 
Detroit & Toledo Shore Line Railroad—one-half interest now owned 
by Grand Trunk to Baltimore & Ohio System and one-half interest 
—_— owned by Nickel Plate to Chesapeake & Ohio-Nickel Plate 
System. 

All established and now existing through routes between the car- 
riers comprising the four systems are to be maintained. The New 
York Central System shall have joint rates with the Virginian Rail- 
way via Deepwater on westbound traffic; also, subject to the limi- 
tations of the law, on eastbound originating west of Swiss, W. Va. 

The term “trackage,’’ unless otherwise specified, means bridge 
trackage only. Each of the systems shall have the right to full 
trackage on reasonable terms over all or any part of any of the 
joint railroads in which an ownership interest has been allocated 
to such system. 

Allocation of Other Lines 


The remaining railroads in eastern territory (excluding New 
England) other than those named in the foregoing four system plan 
(Continued on page 768) 
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Current Topics in 
Washington 





Apparently a wave of optimism 
as to the future in this country was 
created by the mere fact that Presi- 
dent Hoover had called a conference 
of leaders in Congress to advise them as to steps that had been 
taken, at his suggestion, by big banks, for what might be called 
an underwriting of the legitimate business of the country. Long 
before the conference was held, that wave of optimism showed 
its effect on commodity prices as well as on prices of industrial 
and transportation securities. 

The machinery for this underwriting is made up of the 
banks of the country pledged to give help to banks that have 
been forced to close, not because they had made really unwise 
loans, but because the country had shown so little faith in itself 
as to permit the assets pledged for those loans, as well as 
commodities, to fall in price so low that timid souls, in many 
cases, began taking money out of circulation. 

It may be necessary to make changes in the reserve bank 
laws to enable the underwriting banks, so to speak, to extend 
help to the depositors in banks whose money has been tied up 
by their closing. Because of the great fall in prices, due to 
the lack of confidence in things everybody knows are worth 
more than their market price, many banks have been forced, in 
efforts to save themselves, to throw on the market the things 
they had taken as security for loans; thereby they made a bad 
matter worse, already depressed prices being sent lower. 

On account of the probable necessity for changes in bank- 
ing laws, the conference with leaders in Congress was neces- 
sary. The President, seemingly, felt it desirable, if not abso- 
lutely necessary, to tell the leaders about the steps that would 
be necessary in an unusual way (a message to Congress would 
have been the usual method) and thereby prevent, as much as 
possible, the playing of politics. To lead the men prone to 
be destructive to constructive thinking, seemingly, was his task. 

Heretofore the President has been criticized on the ground, 
among other things, that two years ago, when the ridiculous 
boom collapsed, he took steps to alleviate the situation instead 
of allowing things to take their course and have a quick and 
drastic house-cleaning. It has been suggested that, if he had 
done that, the situation would have been on the mend long ago. 
Now, however, his proposal is that the credit of the whole coun- 
try shall be marshaled to express with its dollars the belief 
that things have not really gone to the dogs, even if Europe 
has been going from bad to worse in its handling of the losses 
caused by the world war. 


Hoover Organizes for 
Underwriting Country 


As the conferences of the commis- 
sioners on the 15 per cent case, or Ex 
Parte 103, if preferred, continue, there 
is some speculation as to whether the 
commissioners will be able to keep 
their counsel well enough so that the 
first news as to the decision will come to the public from the 
Commission or from some Wall Street agency. The Commis- 
sion has been able to be the first in giving out its news of 
important decisions in relatively few big matters in recent 
years. It has been less efficient in that respect than the Su- 
preme Court of the United States, which, however, has only 
nine members, while the Commission has eleven. 


Will the Commission 
Beat Wall Street 
in Handling News? 





When, in No. 24738, Sta-Shine Prod- 
ucts Company vs. Station WGBB, at 
Freeport, N. Y., the complainant at- 
tacked the station’s rates, rules, 
charges, regulations, and practices as unreasonable and dis- 
criminatory, it beckoned the Commission into a field where, 
many believe, grief has its chief dwelling place. The charges 
attacked are stated in dollars for the specified minutes the 
Freeport station was used in sending and the charges for trans- 
mission over chain stations, the charges running, for chain 
work, to more than $1,400. The charges named suggest that, 
perhaps, the ultimate question will be as to whether the broad- 
casting indicated by the sums mentioned as having been 


Commission Invited 
Into the Radio Field 


charged, constitute the transmission of “intelligence” or some- 
thing else, all going to the law question of whether the matter 
submitted is within the competence of the Commission. 

The Commission’s jurisdiction, granted in the first section 
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and in section 14 of the radio act of 1927, is not conveyed in 
the same language. Therefore, it may be necessary for the 
regulating body to consider first whether what the furniture 
polish complainant had the Freeport station transmit “to Con- 
necticut” constituted the “transmission of intelligence” within 
the meaning of the words used five or six times in the first 
section. Under section 1(3) the Commission has control of 
“transmission,” which the statute says shall include transmis- 
sion by wire or wireless in the “transmission of intelligence” 
and “all instrumentalities and facilities and services in con- 
nection with the receipt, forwarding and delivery of messages, 
communications, or other intelligence so transmitted, hereafter 
also collectively call messages.” 

Under section 14, of the radio act, the Commission has 
jurisdiction and is required to report to the Radio Commission 
if it finds that a station has failed to provide reasonable facili- 
ties “for the transmission of radio communications” or that 
any licensee has made any unjust or unreasonable charge, or 
has been guilty of any of a number of specified things in the 
“transmission of radio communications or service,” all with a 
view to revocation of license. 





The quotation constituted Rule 6 in 
Dwight W. Morrow’s code for the govern- 
ment of himself. Without doubt, it is be- 
lieved, a large percentage of men subscribe 


“Don’t Take 
Yourself So 


Darn Seriously” to the implication of the canon. But they 
don’t live up to their belief. That is, it 
may be suggested, why there is so much self-pity. That is 


why politicians who invite their constituents to pity themselves 
seem to remain in office for longer periods than those who act 
on the Morrow rule. They may not take themselves so darn 
seriously in their dealings with those with whom they come 
into intimate contact. At all other times they take themselves 
so seriously that it hurts. 

Morrow seems to have got along famously by not taking 
himself so darn seriously—and keeping his mouth shut. He 
never made a speech in the Senate. The speeches he made 
when running for it were few. They seemed to have been made 
out of deference to the supposition that a man desiring to serve 
the public should prattle. 

That Morrow did not talk much in public may account for 
his success in composing differences. Settlement of the rela- 
tions between Mexico and the United States on a much better 
foundation than they had occupied for a long time, probably, 
will be regarded as his most outstanding achievement, though 
getting himself elected to the Senate a year after the business 
crash came and after everything seemed to be running against 
Hoover or anyone supporting Hoover, is not to be forgotten by 
an enumerator of accomplishments. 

Had he lived, Morrow might have come to be the force in 
the Senate that Nelson W. Aldrich, senator from Rhode Island, 
was for a long time. At least, it is believed, he could have 
become the conciliator that Murray W. Crane, senator from 
Massachusetts, was. They never took themselves as seriously 
as the orators did. They talked with senators who disagreed 
with them and persuaded them to accept compromises that kept 
the boat from swamping in politics. 





Twenty-one years ago the pro- 
cedure that had ruled the House of 
Representatives for nearly a cen- 
tury was smashed by the minority 
party following the lead of George 
W. Norris, of Nebraska, who has 
continuously profited by inviting his constituents to pity them- 
selves, and a few others like him. But Norris did not do it. 
Silent and more or less contemptuous men like John Dalzell, of 
Pennsylvania, and Sereno E. Payne, of New York, were really 
to blame for bringing about a condition in that part of Congress 
that made that body a hissing and reproach for fifteen or six- 
teen years. It has not got back to its old plane again, but it 
has improved. 

Dalzell, a leader in the ways and means committee and in 
the rules committee prior to the crash, always took himself 
seriously. There was no more idea of give and take in him 
than there is loving kindness in a cobra. He “handed it down” 
to western members of the party. Only once was he driven 
out of his position. That was when Gus J. Karger, newspaper 
correspondent, who was on terms of intimacy and confidence 
with William Howard Taft, asked Dalzell, not really knowing 
him, what had been going on in a committee meeting. Karger 
was from Ohio, a state in which the reporters held the idea 
that it was their business to find out from public officers what 
matter of public business they had been considering. Dalzell 
almost choked with rage at the presumption of Karger. 

“Oh, don’t take yourself so d seriously,’ retorted Kar- 


House Rule Wrecked by 
Silent Men Who Took 
Themselves Seriously 








PAGE 768 





ger, who had stepped back from Dalzell, a little man, so that he 
could jeer at him from his six feet of height. 

After that Dalzell was friendly with Karger and much mel- 
lowed, but not enough to prevent the smashing of the House 
regime at the head of which then was Joseph G. Cannon, al- 
though the latter never violated Rule 6 of the Morrow code. 


Abandonment of the gold standard by the 


This Topsy British government, seemingly, has had a 

varied effect. According to the reports to 
Turvey World the Department of Commerce, retail buying 
and Its Gold has been curtailed in England except in the 


matter of canned goods in anticipation of 
higher prices, the British consuming American goods in large 
quantities. The prices will be higher, it is believed, in terms 
of British currency. 

British manufacturers expect to profit by the depreciation 
of their currency in comparison with the currencies of countries 
that have remained on the gold basis, though they expect coun- 
tervailing protective tariff measures in other countries. Ac- 
cording to the same reports, the demand in England for a 
protective tariff continues, notwithstanding the ray of hope 
furnished by the expectations of the manufacturers. 

None of the American trade representatives abroad has yet 
been able to report the reactions in countries other than Eng- 
land to the abandonment of the gold standard by their gov- 
ernments. 

Because there has been some talk about the remonetization 
of silver, some have observed that Bryan ran 38 years too soon. 
That may become good comment. It will be if the move to 
restore silver comes to something definite. However, based 
on the fact brought into being by the abandonment of the gold 
standard, the pertinent observation, it might be suggested, is 
that the giants of greenbackism became active too soon—fifty- 
odd years too soon, to be accurate. 

All the countries that have abandoned gold are on the fiat, 
or greenback, basis. They have not adopted the two-metal 
standard for which Bryan stood—with the fervor of an apostle 
for silver, though the precise issue was as to whether the 
country would inflate or not inflate. Germany, having gone 
through one greenback or unlimited paper currency era, with 
the United States and France, is an ardent soldier in the army 
of “sound money”——perhaps, because she can see no profit for 
herself in inflation at this time, having it in mind that she 
must do a lot of borrowing soon.—A. E. H. 


EASTERN CONSOLIDATION PLAN 


(Continued from page 766) 

(except certain so-called ‘‘terminal properties’? not allocated by the 
Commission) have been allocated in the Commission’s consolidation 
plan of December 9, 1929, to Systems No. 3, No. 4, No. 5, No. 6 and 
No. 7. These railroads, consisting mainly of independent short lines 
and including a few jointly controlled connecting and terminal roads, 
may be tentatively assigned to the four systems now proposed by 
adaptation and modification of the Commission’s five system alloca- 
tion to conform to the proposed assignment of the principal railroads 
with which these short lines connect. In most cases the assignment 
herein made follows that indicated by the Commission’s plan. In 
some few instances for reasons which appear to be sound the Com- 
mission’s allocations have been appropriately modified and certain 
plant facility and industrial common carrier railroads as listed below 
have not been allocated to systems. 

: The following allocation of such railroads other than those named 
in the foregoing four system plan, determined as above stated, is 
necessarily tentative and subject to change by the Commission, upon 
its own motion or upon application of the carriers involved, as may 
be found appropriate in the public interest. 

ystem No. 3—New York Central: Chicago, Attica & Southern 
Railroad, Boyne City, Gaylord & Alpena Railroad, Lakeside and 
Marblehead Railroad, Lowville and Beaver River Railroad, Marcellus 
and Otisco Company, Norwood & St. Lawrence Railroad, Campbell’s 
Creek Railroad, Delaware Valley Railway, Unadilla Valley Railway. 

System No. 4—Pennsylvania: Arcade and Attica Railroad, Belle- 
fonte Central Railroad, Coudersport and Port Allegany Railroad, East 
Broad Top Railroad and Coal Company, Hickory Valley Railroad, 
Huntingdon and Broad Top Mountain Railroad and Coal Company, 
Kane and Elk Railroad, Kishacoquillas Valley Railroad, Ligonier 
Valley Rail Road, Maryland and Delaware Coast Railway, Pittsburgh 
& Susquehanna Railroad, Sheffield and Tionesta Railway, Stewarts- 
town Railroad, Strasburg Railroad, Susquehanna River and Western 
Railroad, Tuckerton Railroad, Tuscarora Valley Railroad, Washington, 
Brandywine and Point Lookout Railroad, Winfield Railroad, Dents 
Run Railroad, Chesapeake Beach Railway, Scootac Railway, Chesa- 
peake Western Railway, Franklin and Pittsylvania Railway, Inter- 
state Railroad, Marion and Rye Valley Railway, Virginia Southern 
Railroad, St. Louis & Hannibal Railroad, Lake Erie and Fort Wayne 
Railroad. 

System No. 5—Baltimore & Ohio: Castleman River Railroad, 
Kansas and Sidell Railroad, Maryland and Pennsylvania Railroad, 
Mount Hope Mineral Railroad, Mount Jewett, Kinzua and Riterville 
Railroad, Quakertown and Bethlehem Railroad, Rahway Valley Com- 
pany, Stone Harbor Railroad, Ursina & North Fork Railway, Valley 
Railroad, West Virginia Northern Railroad, Wharton and Northern 
Railroad, Wildwood and Delaware Bay Short Line Railroad, Yale 
Short Line Railroad, Preston Railroad, Buffalo Creek & Gauley Rail- 
road, Rowlesburg & Southern Railroad, Strouds Creek and Muddlety 
Railroad, West Virginia Midland Railway, Winchester & Wardens- 
ville Railroad, Brownstone & Middletown Railroad, Tionesta Valley 
peawar, East Berlin Railroad, Emmitsburg Railroad, Valley River 
ailroad., 
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System No. 6—Chesapeake & Ohio-Nickel Plate: Chicago & Illinois 
Midland Railway, Jacksonville & Havana Railroad, Chicago, Spring- 
field & St. Louis Railway, Arcadia & Betsey River Railway, Detroit, 
Caro and Sandusky Railway, East Jordan & Southern Railroad, 
Middletown & Unionville Railroad, New York and Pennsylvania Rail- 
way, Port Huron & Detroit Railroad, Prattsburgh Railway, Unity 
Railways, Kanawha Central Railway, Winifrede Railroad, Kanawha, 
Glen Jean and Eastern Railroad, Ludington & Northern Railway, 
Euclid Railroad, East Kentucky Southern Railway, Morehead and 
North Fork Railroad, Nelson and Albemarle Railway, Virginia Central 
Railway, Buffalo Creek Railroad, Susquehanna and New York Rail- 
road, Williamsport & North Branch Railway. 

Joint New York Central, Pennsylvania, Baltimore & Ohio and 
Chesapeake & Ohio-Nickel Plate: Middleburgh & Schoharie Railroad, 
Genesee and Wyoming Railroad, Alton & Eastern Railroad, North- 
ampton and Bath Railroad. 

Joint New York Central and Pennsylvania: Beaver Valley Rail- 
road, Lake Erie, Franklin & Clarion Railroad, Pittsburgh, Lisbon 
& Western Railroad. 

Joint New York Central and Chesapeake & Ohio-Nickel Plate: 
Owasco River Railway, West Pittston—Exeter Railroad, Dansville and 
Mount Morris Railroad, Morristown & Erie Railroad. 

Joint New York Centraland Canadian National: Massena Terminal. 

Joint Four System Joint Group and the Boston & Maine: Troy 
Union Railroad. 

Joint Pensylvania and Baltimore & Ohio: New York and Long 
Branch Railroad, Raritan River Railroad, Cumberland and Pennsyl- 
vania Railroad, Johnstown and Stony Creek Railroad. 

Joint Pennsylvania and Delaware and Hudson Railroad: Wilkes- 
Barre Connecting Railroad. 

Joint Pennsylvania and New York, New Haven & Hartford: New 
York Connecting Railroad. : 

Joint Pennsylvania and Atlantic Coast Line Railroad: Winston- 
Salem Southbound Railway. 

Joint Baltimore & Ohio and Chesapeake & Ohio-Nickel Plate: 
Ironton Railroad. 

Plant facility and industrial common carrier railroads not allo- 
cated to system: Aliquippa and Southern Railroad, Benwood and 
Wheeling Connecting Railway, Chestnut Ridge Railway, Conemaugh 
and Black Lick Railroad, Cornwall Railroad, Dexter and Northern 
Railroad, Donora Southern Railroad, Etna and Montrose Railroad, Fair- 
port, Painesville and Eastern Railroad, Glenfield and Western Rail- 
road, Grasse River Railroad, Indiana Northern Railway, Kelly’s Creek 
and Northwestern Railroad, Kelly’s Creek Railroad, Lake Champlain 
and Moriah Railroad, Lake Terminal Railroad, Lorain and Southern 
Railroad, McKeesport Connecting Railroad, Muncie and Western Rail- 
road, New Haven and Dunbar Railroad, Patapsco and Back Rivers 
Railroad, Philadelphia, Bethlehem and New England Railroad, Skane- 
ateles Railroad, South Buffalo Railway, Steelton and Highspire Rail- 
road, Upper Merion and Plymouth Railroad. 

Argument For Plan 


The applicants allege that it would promote the public interest 
for the Commission to change and modify the Commission’s plan 
to such extent, but only to such extent, as may be necessary to 
provide for the incorporation therein of the four-system plan afore- 
said, for the following reasons: : 

(1) Carriers representing the major part of the properties involved 
unite in submitting the four-system plan: The consolidation policy 
adopted by Congress is one to be effected by voluntary action and 
assent of the carriers involved, subject to the necessary finding by 
the Commission, in each case, that the public interest will be 
promoted by what is proposed and that the conditions of section 5 
of the Interstate Commerce Act have been or will be fulfilled. 
Because of the greater likelihood of accomplishment, it is submitted 
to be manifestly in the public interest and in consonance with the 
declared policy of Congress that the carriers representing the major 
part of the properties involved in a consolidation plan for any district 
should unite, as here, in an agreed plan to be submitted for the 
Commission’s approval. 

(2) Four-system plan would meet the essential requirements of 
the law: The proposed four-system plan would meet the essential 
requirements of section 5 of the interstate commerce act that 
in the division of railway properties into systems competition shall 
be preserved as fully as possible, and that wherever practicable the 
existing routes and channels of trade and commerce shall be main- 
tained, and that, subject to the foregoing requirements, the several 
systems shall be so arranged that the cost of transportation as 
between competitive systems and as related to the values of the 
properties through which the service is rendered shall be the same, 
so far as practicable, so that these systems can employ uniform 
rates in the movement of competitive traffic and under efficient man- 
agement earn substantially the same rate of return upon the value 
of their respective railway properties. 

(3) Four-system plan provides for all the carriers in eastern 
territory (excluding New England): The proposed four-system plan 
provides for the allocation of all or substantially all the carriers, 
large and small, in eastern territory, outside of New England. It is 
a practical plan for effectuating the Congressional purpose and intent 
in respect of railroad consolidations and the cooperative use of 
railroad facilities, and contributes to the establishment of an efficient 
national railway transportation system. 

(4) Main stems and direct routes: Each of the proposed four 
systems would have adequate main stems between the Atlantic sea- 
board and the middle west, and direct routes between important 
cities and industrial centers. 

(5) Producing, consuming and population centers: Under the 
proposed four-system plan nearly all of the principal producing, con- 
suming and population centers of eastern territory, excluding New 
England, would be served by two or more and in many instances 
by all four systems. 

(6) Access to fuel supply and commercial distribution of coal: 
Each of the proposed four systems would have access to sources of 
fuel supply as well as participation to a large extent in the commer- 
cial distribution of coal. 

(7) North Atlantic ports: Each of the proposed four systems 
would have access to at least two of the five principal north Atlantic 
ports, and none of these principal ports would be without com- 
petitive service. 

(8) Lake ports, Ohio River crossings and Lake Michigan ferry 
routes: Each of the proposed four systems would have substantial 
access to the lower Great Lake ports, Ohio River crossings and Lake 
Michigan ferry routes, and thus participate in the transportation of 
the large volume of traffic passing through and over them. 

(9) Physical and financial strength: The four systems proposed 
would have the necessary physical nd financial strength to serve the 

(Continued on page 786) 
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October 10, 1931 


COMMISSION REPORTS 


Common Brick 


No. 24152, O. W. Ketcham vs. Pennsylvania et al. By 
division 5. Rate, six carloads, common brick, Lancaster, Pa., 
to Napanoch, N. Y., unreasonable to the extent it exceeded or 
may exceed $3.50 a net ton, minimum 60,000 pounds. Repara- 
tion of $354.30 awarded. New rate to be effective not later than 
January 4. 

Face Brick 


No. 24142, Lusco Brick & Stone Co. vs. A. T. & S. F. et al. 
By division 5. Face brick, Perla, Ark., to Atwood, Kan., mis- 
routed by the Missouri Pacific. Applicable rate over routes of 
movement, 38.5 cents., unreasonable to the extent it exceeded 
26 cents. Reparation of $475.90, of which the Missouri Pacific 
is to pay $65.48 for misrouting, awarded. Authority given to 
carriers to waive collection of $342.61 of undercharges. 


Cedar Cross Ties 


No. 24089, Brewster Loud Lumber Co. et al. vs. D. S. S. & 
A. et al. By division 3. Applicable rates, cedar cross ties, 
Kenny, ‘Craig, Connors, Pines and Jessie Lake, Minn., to Wind- 
sor, Ont., not unreasonable or otherwise unlawful. Commission 
further found that the applicable rates were 46.5 cents from 
Kenny, Craig, Effie, and Connors, minimum 36,000 pounds, ex- 
cept on the shipment from Connors weighing 34,300 pounds on 
which the applicable rate was 8.5 cents to Deer River, mini- 
mum 36,000 pounds, and 39.5 cents from Deer River to destina- 
tion, minimum 30,000 pounds; 46 cents from Jessie Lake, min- 
imum of 36,000 pounds; and 8 cents from Pines to Deer River, 
minimum 36,000 pounds, and 39.5 cents from Deer River to 
destination, minimum 30,000 pounds; that the shipment from 
Connors weighing 34,300 pounds was undercharged $1.44, and 
the shipment from Pines weighing 28,900 pounds was under- 
charged $3.68. Reparation awarded. Chairman Brainerd noted 
a dissent. 

Lumber 


No. 24079, Traffic Bureau, Lynchburg Chamber of Com- 
merce vs. S. A. L. et al. By division 3. Rate, lumber, Judd 
Siding, N. C., to Ampthill Siding, Va., inapplicable. Applicable 
rates, Judd Siding and Kipling, N. C., to Ampthill Siding, 18.5 
cents, unreasonable to the extent they exceeded 17 cents. Rep- 
aration of $24 awarded to the Hickson Lumber Co. 

» Bulk Cane Seed 


No. 23835, M. B. Sharp vs. B. O. et al. By division 3. Rate, 
bulk cane seed, Chicago, Ill., to Baltimore, Md., originating at 
Amy and Elkhart, Kan., with transit at Hutchinson, Kan., unrea- 
sonable to the extent it exceeded or may exceed 49 cents. New 
rate to be effective not later than January 4. Reparation of 
$212.20 awarded. Chairman Brainerd, concurring in part, ex- 
pressed the opinion that reparation should have been awarded to 
the basis of the fifth class rate. 

Scrap Iron 

No. 23397, Frank Brenner et al. vs. A. & Y. et al. By 
division 38. Rates, scrap iron, points in North Carolina to 
Ashland, Ky., Portsmouth, O., Harrisburg and Steelton, Pa., 
and East Radford and Lynchburg, Va., applicable, but unreason- 
able for the future, and, in some instances in the past. Some 
of the shipments found to have been misrouted. Two shipments 
from Greensboro, two shipments from Reidsville, one shipment 
from Haw River and two from Gibsonville to Ashland, misrouted 
by the Southern. Reparation awarded on account of the misrout- 
ing, to be paid by the Southern and C. & O Rates from the 
North Carolina points, intermediate to Durham, N. C., over the 
routes of movement, from which shipments moved to Ashland 
and Portsmouth, unreasonable to the extent they exceeded $5.63 
a net ton, minimum 44,800 pounds. Reparation awarded on 
account of unreasonableness. Other rates assailed to Ashland, 
Portsmouth, East Radford and Lynchburg not unreasonable in 
the past but all the assailed rates, except to Harrisburg and 
Steelton, unreasonable to the extent they may exceed 15 per 
cent of Southern first class rates, minimum 50,000 pounds. Rates 
assailed to Harrisburg and Steelton unreasonable to the extent 
they may exceed $4.45 a net ton from Reidsville, Greensboro, 
Gibsonville, Burlington, Graham, Haw River, Hillsboro, Durham 
and Winston-Salem, $4.65 from Mt. Airy and Fayetteville and 
$4.80 from Rockingham, minimum 50,000 pounds. New rates to 
be effective not later than January 4. 

Shelled Eggs 

No. 24273, Seymour Packing Co. vs. A. T. & S. F. et al. By 
division 3. Rate, shelled eggs, in metal cans, Topeka, Kan., to 
Atlanta, Ga., unreasonable to the extent it exceeded $1.54 Rep- 
aration of $53.38 awarded. 

Dry Hides 
No. 24055, Bona Allen, Inc., vs. A. T. & S. F. et al. By 
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division 3. Dismissed. Complaint alleging that the rate on one 
carload, dry hides, La Egas, N. M., to Buford, Ga., was unrea- 
sonable, found barred by the statute. 


Road Graders 


No, 24190, Brown-Bevis Co., Inc., vs. C. I. & W. et al. By 
division 3. Dismissed. Rate, road graders, Indianapolis, Ind., 
to Los Aangeles, Calif., not unreasonable. 

Butter and Eggs, Etc. 

No. 24200, Hoerman Packing Co. vs. M. P. et al. By divi- 
sion 3. Dismissed. Rates, butter, eggs and dressed poultry, 
straight or mixed carloads, Linn, Kan., to New York, N. Y., 
not unreasonable or otherwise unlawful. 


SYSTEM DIRECTORATES 


A decision that will have an important bearing on the 
make-up of directorates of large systems of railroads, particu- 
larly systems that will be created as the result of unifications 
and consolidations, has been made by the Commission, division 
4, in Finance No. 8152, sub No. 1, interlocking directorate appli- 
cation of Frank C. Rand. 


Because it believes that actual independence of rail systems 
will not be subserved by permitting the same persons to serve 
on the boards of directors of two major carriers, each of which 
is an important member of a different independent system, 
the Commission has denied the application of Mr. Rand for 
authority under. paragraph (12) of section 20a of the interstate 
commerce act to hold the position of director of the St. Louis- 
San Francisco Railway Company, while continuing to hold the 
position of director of the Cleveland, Cincinnati, Chicago & St. 
Louis Railway Company. 

In its report in Consolidation of Railroads, 159 I. C. C. 523, 
the Commission pointed out, it said: 


Under the act any plan of consolidation which may be adopted 
shall preserve competition as fully as possible. In order that the 
systems herein proposed, or any others that may be formed, may 
properly perform the functions intended by Congress and that com- 
petition may be preserved as required, they must be independent in 
fact as well as in name. The continuation of acquisition of inter- 
system stock ownership or otherwise, will be inconsistent with the 
independence necessary to true competition. Carriers will, therefore, 
be expected to observe this requirement in submitting proposals for 
consolidations and to cooperate in establishing the desired status. 

“Under this consolidation plan,” said the Commission in 
the instant report, “the Cleveland, Cincinnati, Chicago & St. 
Louis Railway Company is a part of the New York Central 
system, system 38, and the St. Louis-San Francisco Railway 
Company is a part of the Rock Island system, system 19. 

“Actual independence of the systems concerned will not 
be subserved by permitting the same persons to serve upon 
the boards of directors of two major carriers, each of which is 
an important member of a different independent system. 

“While the foregoing extract from our report relates partic- 
ularly to systems serving the same territory and therefore being 
in direct competition as usually defined, we are of the opinion 
that the public interest will be served in greatest measure 
if complete independence and impartiality can be secured and 
maintained between systems generally, although directly serving 
different territories. Under our proposed consolidation plan, 
the eastern trunk line systems will connect and interchange 
traffic at Chicago, Omaha, Kansas City and St. Louis with other 
systems directly serving the northwest, the west and the south- 
west. In many cases the systems will have the election be- 
tween two or more connecting systems for the routing of traffic. 
The act specifically requires that carriers establish and main- 
tain non-discriminatory facilities and practices in the matter of 
traffic interchange with their connections, and it seems apparent 
that the performance of this obligation will be best insured 
by the preservation of the independence of each system.” 


P. & W. V. ABANDONMENT 


The Pittsburgh & West Virginia Railway Company, in Fi- 
nance No. 8949, has been authorized by the Commission, division 
4, to abandon a line of railroad in Pittsburgh, Pa., extending 
from a point at West Belt Junction near Woodruff Avenue and 
Saw Mill Run to Liberty Avenue and Duquesne Way, approxi- 
mately 1.45 miles, together with sidetracks, stations, bridges 
and a tunnel. The facilities are to be abandoned to enable the 
county of Allegheny to construct a boulevard. The railroad 
company is to receive $3,000,000 for the property. The Ter- 
minal Coal & Coke Company protested against granting of the 
application. 


SALE OF OREGON LINE 


In a supplemental report in Finance No. 8256, Oregon- 


Washington Railroad & Navigation Co. abandonment, the Com- 
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mission, by division 4, has approved and authorized sale by the 
Oregon-Washington of the part of a line of railroad in Baker 
county, Ore., heretofore conditionally authorized to be aban- 
doned, to the Oregon & Washington Railroad Co., a non- 
operating company. 

In the original report the Commission authorized the 
Oregon-Washington and the Oregon Short Line, lessee, to 
abandon that part of a line of railroad called the Homestead 
branch extending from Robinette to Homestead, Ore., 24.79 miles, 
on the condition that the Oregon-Washington sell the part of 
the branch involved to any person or persons desiring to pur- 
chase the property for continued operation and offering, within 
three years from August 21, 1931, to pay therefore a price 
equal to the fair net salvage value thereof. The Commission 
said that if, within fifteen days from August 21 the carriers 
should accept the condition, operation of the line might be 
abandoned from and after thirty days from August 21, and com- 
plete abandonment might be made from and after three years 
from August 21. (See Traffic World, September 5, p. 508.) 

On September 5 the Commission extended for fifteen days 
the time limit for acceptance of the condition prescribed and 
the period after which operation might be abandoned. In its 
supplemental report the Commission said: 


Under date of September 14, 1931, the applicants advised, in 
writing, that while willing to accept the condition, they find it 
impossible to do so in precisely the manner contemplated by the 
certificate for the reason that a provision of the Oregon-Washington 
Railroad & Navigtion Company’s first and refunding mortgage re- 
quires the mortgagor to maintain and operate all property covered 
by the mortgage or to cause the same to be done. Thus, so long 
as the mortgagor retains title to the segment, it can not escape 
the mortgage obligation of maintaining the property and continuing 
it in operation. 

In order to meet this difficulty and secure a release of the prop- 
erty from the obligation of the mortgage, it is proposed that the 
segment be sold, for its fair net salvage value, to the Oregon & 
Washington Railroad Company, a nonoperating subsidiary, which will 
obligate itself to hold the property for the remainder of the 3-year 
period, subject to the prescribed requirement to sell. The applicants 
have assumed responsibility for faithful performance of this con- 
dition by the subsidiary company. 

In view of the circumstances, we think the applicants have filed 
due and proper acceptance of the condition and that their present 
proposal should be approved as an appropriate and necessary step 
toward compliance therewith; but nothing herein is to be construed 
as relieving the applicants from full responsibility for compliance 
with the condition of our certificate of August 21, 1931, by the Oregon 
& Washington Railroad Company in their place and stead. 


COMMISSION ORDERS 


No. 24586, Terre Haute Paper Co. et al. vs. A. A. et al. Robert 
Gaylord, Inc., Eddy Paper Corporation and E. W. Backus, E. W. 
Decker and Chas. R. Fowler, as receivers for Minnesota & Ontario 
Paper Co., permitted to intervene. 

No. 24603, California Cooperative Poultry Co. et al. vs. A. & S. 
et al. Live Poultry Shippers’ Association permitted to intervene. 

Finance No. 8959, application of St. Louis & Hannibal for certi- 
ficate to abandon its line of railroad between Bowling Green and 
Gilmore, Mo. Harbison-Walker Refractories Co. permitted to inter- 
vene. 

No. 22447, Wood Distillers Corporation et al. vs. N. Y. O. & W. 
et al. Petition of complainants for reconsideration and for reopening 
for further hearing denied. 

No. 22521, Binswanger & Co. of Texas vs. A. T. & S. F. et al. 
Petition of plaintiff, dated August 11, 1931, praying for further hear- 
ing to enable it to submit new and additional evidence denied. 

No. 24676, Minneapolis Traffic Association et al. vs. A. A. et al. 
Omaha Grain Exchange, Southwestern Millers’ League and Mer- 
chants’ Exchange of St. Louis, permitted to intervene. 

_ No. 24641, Union Asphalt Co. vs. C. R. I. & P. et al. Standard 
Oil Co. of Louisiana permitted to intervene. 

No. 21585, Ohio-Kentucky Associated Industries vs. A. & R. et al. 
Order further modified to become effective on November 30, 1931, 
upon not less than 15 days’ notice. 

No. 17000, part 11-A, rates on sand, gravel and crushed stone from 
and to points in Kansas and Missouri, and No. 17000, part 11, sand 
and gravel. Order further modified to become effective on November 
2, 1931, upon not less than 15 days’ notice, instead of 30. 

No. 23030, West Virginia Brick Co. ys. A. S. et al. Order further 
modified to become effective November 30, 1931, upon not less than 
15 days’ notice. 

No. 24394, Olive Hill Limestone Co. vs. B. & O. et al. 
Lime & Stone Co. permitted to intervene. 

No. 24636, L. N. Grant vs. A. C. L. et al. 
mitted to intervene. 

No. 24697, American Cotton Cooperative Association vs. A. & S. 
et al. Board of Commissioners Lake Charles Harbor & ‘Terminal 
District permitted to intervene. 

No. 24474, Ironton Fire Brick Co. vs. C. & O. et al. 
Walker Refractories Co. permitted to intervene. 

No. 24569, Concrete Pipe & Products Co., Inc., vs. A. C. L. et al. 
Delaware & Hudson Railroad Corporation dismissed as a party de- 
fendant hereto. 

No. 23752, Lynchburg Iron & Metal Co. vs. Southern et al. Order 
modified to become effective on or before November 9, upon not less 
than 15 days’ instead of 30 days’ notice. 

No. 24687, L. D. Wingfield and James L. Hatcher, co-partners, 
trading as L. D. Wingfield-Hatcher Coal Co. vs. C. & O. et al. West 
Virginia Pulp & Paper Co. permitted to intervene. 

No. 24432, and Sub. 1, Washington Building Lime Co. et al. vs. 
A. C. et al. National Mortar & Supply Co. permitted to intervene. 

No. 19089, Live Stock Traffic Association et al. vs. A. & S. et al. 
Order modified so as to require establishment of rates prescribed 
on or before January 25, 1932, upon not less than 20 days’ notice. 

No. 24375, Hygrade Food Products Corporation vs. A. T. & S. F. 
et al. Omaha Packing Co. permitted to intervene. 

No. 23868 (and Sub. 1 to 8, incl.), Swift & Co. vs. A. T. & S. F. 
et al. St. Paul Live Stock Exchange and St. Paul Association of Com- 
merce permitted to intervene. 


National 
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No. 22754 (and Sub. 1), Nevins Fruit Co., Inc., vs. F. E. C. et al. 
The order of July 13, 1931, is corrected to read: ‘‘That the above-en- 
titled proceedings be, and they are hereby, reopened for rehearing 
and oral argument at such time and place as the Commission may 
hereafter direct,’ instead of just rehearing. 


PETITIONS FOR REHEARING, ETC. 


No. 23152, Southern Cotton Oil Co. vs. L. & N. Complainant asks 
reconsideration on record as made. 

No. 17923, Boyle American Potato Co. et al. vs. A. T. & S. F. 
et al. Defendants ask for a special order under section 16a of in- 
terstate commerce act staying and postponing the enforcement of the 
Commission’s order in this case, dated June 17, 1931, until action is 
taken by the Commission on defendants’ petition for rehearing, dated 
August 12, 1931. 

No. 23186, McClamrock Co. et al. vs. A. & Y. et al. Complainants 
ask reconsideration upon record as made. - 

1. & S. 3434, Chemicais, acids, dyestuffs and related articles from 
eastern and southern origins to southern destinations. American 
Cyanamid Co., Caleo Chemical Co. and Beaver Chemical Works, Inc., 
ask reargument and reconsideration before entire Commission. 

No. 17000, part 9, rate structure investigation, live stock—western 
district rates. Denver & Salt Lake asks modification of order with 
respect to it. are : 

No. 10903, Oklahoma State Shippers’ Association et al. vs. Director 
General A. T. & S. F. et al., and No. 13758, Ridenour-Baker Mer- 
cantile Co. et al. vs. A. T. & S. F. et al. E. B. Boyd and F. A. 
Leland, agents and attorneys for defendants in these proceedings, ask 
modification of orders herein. 

No. 22345, Carolina Shippers’ Association, Inc., et al. vs. A. C. L. 
et al. Defendants ask reconsideration. 

No. 20409, International Paper Co. et al. vs. B. & O. et al., and 
cases grouped therewith and No. 20482 (and Subs. 1 and 2), R. T. 
Vanderbilt Co. et al. vs. A. C. L. et al., and cases grouped therewith. 
Defendants ask reopening for further hearing with respect to past 
reasonableness and for consolidation with certain pending cases. 

No. 21381 (and Sub. 1), Hill, Hubbell & Co. et al. vs. A. & S. 
et al. Complainants ask reopening, rehearing and reconsideration. 

No. 23268, Hinde & Dauch Paper Co. vs. B. & A. et al., and No. 
23099, Carthage Pulp & Board Co. vs. Pennsylvania et al. Complain- 
ant in No. 23268, and intervener in No. 23099, ask reconsideration 
upon present record and, after such review, the Commission shall find 
rates assailed unreasonable in the past and for the future and preju- 
dicial to complainant, and award reparation. 

No. 22688, Southern Paving Construction Co. vs. A. C. L. et al. 
Complainant asks for reopening and further hearing. , . 

1. & S. 3552, scrap leather (imported) from Canadian points to 
Cincinnati, O. Respondents ask modification of effective date of 
order, from October 8, 1931, to February 8, 1932. d 

No. 20144, Barrett Co. vs. A. T. & S. F. et al. Complainant asks 
reopening for reargument, reconsideration and/or further hearing. 

No. 16116, Indiana Sfate Chamber of Commerce vs. A, T. & S. F. 
et al., and No. 16563, National Fireproofing Co. vs. Pennsylvania et al. 
Manufacturers’ Association of Chicago Heights, intervener, asks re- 
opening and rehearing. : 

1. & S. 3511 et al. and related cases, coke between points in C. 
F. A. and Illinois territories. Cincinnati, Georgetown Railroad asks 
to be dismissed as a party defendant. ° 

No. 15912, Ohio Farm Bureau Federation et al. vs. A. & W. et al. 
and cases grouped therewith. Central Freight Association carriers 
ask modification of Commission’s order herein. 

No. 23307, Grovier-Starr Produce Co. et al. vs. A. & L. M. et al. 
Complainant asks reopening for reconsideration, reargument or/and 
rehearing on findings of basis of past unreasonable rates, reparation, 
reasonable rates applicable to cocoanuts, also to bananas from Mex- 
ican border crossing points as set out in original complaint. 

Finance No. 8092, in matter of application of N. Y. C. for cer- 
tificate to acquire and operate lines of railroad of Ulster & Delaware. 
Ulster & Delaware asks extension of time within which it may file 
formal acceptance of the report of the Commission for a period of 
three months from October 9, 1931, to and including January 9, 1932, 
and to that end make such order or take such other action as it may 
deem necessary or proper in the premises. 

1. & S. 3518, phosphate rock and related commodities (coastwise 
traffic) from the Gulf ports to Memphis, Tenn.; St. Louis, Mo., and 
E. = Louis, Ill. Respondent, Missouri Pacific, asks modification 
of order. 

No. 22109, rates on sand, gravel, crushed stone, etc., within state 
of South Carolina. Greenville & Northern asks reopening, rehearing, 
reargument ard reconsideration. 

No. 17517, rates on chert, clay, sand and gravel within state of 
Georgia. Tennessee Quarry Co. asks reopening, rehearing and re- 
consideration and for leave to intervene. 

No. 23390, O’Brien Bros., Inc., vs. I. C. et al. Complainant asks 
reopening and reconsideration on record as made. 


No. 23676 (and Sub. 1), A. M. Tourtellot vs. N. Y. N. H. & H. 
et al. Complainants ask reargument therein and reopening for further 
consideration on record as made. 

No. 23280, Kendall Co. vs. A. C. L. et al. Southern carriers ask 
— of effective date and modification of findings and 
order. 


No. 21341, State Docks Commission et al. vs. L. & N. et al. 
Alabama Public Service Commission and Mobile Chamber of Com- 
— interveners, ask reopening for introduction of additional evi- 
dence. 

No. 13535, consolidated southwestern cases, and associated cases. 
Carriers in southwestern freight bureau, western trunk line, south- 
ern freight association, Illinois freight association, central freight 
association, trunk line, and New England freight association terri- 
tories in a supplemental petition ask vacation, and in the alterna- 
tive for reconsideration, rehearing, and modification of orders, on 
cantaloupes, melons and vegetables. 

No. 15030, Sub. 1, Oscar Mayer & Co. vs. N. Y. C. et al. In an 
amended petition the complainant asks reopening, reargument and 
reconsideration. 

No. 21658, L. Mundet & Son, Inc., vs. L. V. Complainant asks 
reopening of the case and reconsideration of section 6 issue. 

No. 22373, National Brick Co. et al. vs. A. T. & S. F. et al. De- 
fendants ask reconsideration on record as made and modification of 
Commission’s order. 

No. 15879, eastern class rate investigation and No. 17000, part 2, 
western trunk line class rates. Great Lakes Transit Corporation and 
Minnesota-Atlantic-Transit Co., Lake line respondents, ask modifica- 
tion of Commission’s notice of May 11, 1931, so as to permit estab- 
lishment of lake-rail rates effective December 3, 1931, on not less than 
3U instead of 45 days’ notice. 
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Proposed Reports in I. C. C. Cases 





CREOSOTING TRANSIT CHARGES 


In a report on further hearing in No. 19805, Southern Creo- 
soting Industries vs. A. G. S. et al., Examiner Frank C. Weems 
has recommended that the Commission affirm, with one excep- 
tion, the findings in the prior report, 153 I. C. C. 625. The find- 
ing was that a transit charge of 2.5 cents a hundred pounds 
on lumber and other forest products stopped in transit for 
creosoting at points in the southeast was not unreasonable 
except in instances where switching charges in addition thereto 
were assessed and collected. The Commission found that in 
such instances the 2.5-cent charge was unreasonable to the 
extent it failed to include all necessary switching service to 
and from the plants of the complainants. 

In this report Weems proposed limitations on the original 
finding so that carriers not having the line haul would not be 
deprived of pay for switching done by them, but proposed a 
shading of their switching charges for switching done in connec- 
tion with transit. He said the Commission should state the 
following conclusions: 


Finding in the prior report that the stop-off charge of 2.5 cents 
per 100 pounds assailed is not unreasonable except in the circum- 
stances there stated should be affirmed, except as provided in the 
following paragraphs, 

Where the creosoting plant is reached solely by the rails of the 
line-haul carrier the stop-off charge of 2.5 cents is, and for the future 
will be, unreasonable to the extent that it fails to include all the 
necessary switching service to and from the respective plants. 

Where the creosoting plant is reached by a carrier other than 
the line-haul carrier, switching charges that are in addition to the 
2.5 cents stop-off charges are unreasonable to the extent that they 
exceed, and for the future may exceed, .5 cent per 100 pounds for 
inbound movement to the plant and .5 cent per 100 pounds from the 
plant. 

That for the purpose of this report the Norfolk & Portsmouth 
Belt Line Railroad and the Savannah & Atlanta Railway should be 
considered other than line-haul carriers. 


GASOLINE REPARATION 


Examiner John J. Crowley, in No. 24247, Quality Gas & Oil 
Co. et al. vs. N. P., a subnumber, William and Oscar Syreen, 
doing business as Syreen Brothers Oil Co. vs. N. P., and No. 
23594, Consumers Home Oil Co. vs. Same, has recommended that 
the Commission find that the rates charged on gasoline, kerosene 
and gas oil, from points in Texas, Oklahoma, Arkansas and 
Kansas, to Rice, Royalton, Deerwood and Ironton, Minn., were 
in part inapplicable and in part unreasonable. The question was 
as to the proper interpretation of the tariffs. Crowley said that 
no order for the future was necessary and recommended repara- 
tion. After considering the meaning of provisions in the tariffs 
for the making of rates intended to conform with the Commis- 
sion’s decision in Midcontinent Oil Rates, 1925, 139 I. C. C. 605, 
the examiner said: 


The rates sought are apparently in strict accord with the terms 
of the governing tariffs and the Commission should find that the 
rates assailed to Rice and Deerwood were inapplicable to the extent 
that they exceeded rates to the lowest rated point beyond on the 
direct route, namely 47 cents, and that rates assailed to Royalton 
and Ironton were unreasonable to the extent that they exceeded com- 
binations of rates based on points intermediate, respectively, to Royal- 
ton or Ironton, viz., on eight shipments from Oklahoma group 3 
origins to Royalton 55 cents and on one shipment from Augusta, 
Kans., to Royalton 53 cents based on Rice; on 24 shipments of gasoline 
or refined oil from Oklahoma origins to Ironton 54 cents and on one 
shipment of gas oil from Cushing, Okla., 44.5 cents based on Deer- 
wood; on three shipments of gas oil from Colorado and Wickett, 
Texas and Pearson, Ark., to Ironton rates of 48, 49 and 47 cents, 
respectively, based on Deerwood, and on 12 shipments of gasoline 
ei origins in Texas to Ironton a rate of 56.5 cents based on Deer- 
wood, 


SAND AND GRAVEL TO ILLINOIS 


Examiner Burton Fuller, in No. 24099, Missouri Gravel Co. 
vs. C. B. & Q. et al., has proposed that the Commission shall 
find unreasonable the rates on sand and gravel from LaGrange 
and Reading, Mo., to destinations in Illinois on the Chicago & 
Alton as far north as Chenoa, IIl., prescribe new ones and award 
reparation. In a prior decision, Missouri Gravel Co. vs. C. B. 
& Q. et al., 132 I. C. C. 200, the Commission prescribed rates from 
LaGrange to destinations on the Alton. This complaint at- 
tacked rates beyond the area covered in the prior case. 


In this report Fuller recommended the prescription of rates 
from Reading and LaGrange, ranging from LaGrange to des- 





tinations in Illinois, from 101 to 139 cents a ton and from Read- 
ing ranging from 88 cents to 126 cents. 


ILLINOIS STATE COAL RATES 


Condemnation of rates on coal prescribed or constrained 
by orders of the Illinois Commerce Commission for application 
within Illinois on the ground that they result in undue pref- 
erence in intrastate commerce to the disadvantage of interstate 
commerce and unjust discrimination against interstate com- 
merce has been proposed by Examiner R. N. Trezise in No. 
23130, intrastate rates on bituminous coal between points in 
Illinois, and the cases joined with it. The case mentioned was 
initiated by the federal body on the application of the Illinois 
railroads. The cases joined with it are complaint and answer 
cases. They are: No. 22818, Illinois Coal Traffic Bureau vs. 
A. & E. et al., and a sub-number thereunder, James S. Kirk & 
Co., Ine., vs. C. C. C. & St. L. et al.; No. 18770, Moline Con- 
sumers’ Co. vs. C. B. & Q. et al.; No. 21223, Traffic Bureau, 
Mofine Association of Commerce, et al., vs. A. & E. et al., and 
No. 21020, Traffic Bureau, Davenport Chamber of Commerce, et 
al. vs. A. & E. et al. 

About a score of decisions by the Illinois body were alleged 
to have caused unjust discrimination against interstate com- 
merce and a depletion of carrier revenue. The Illinois com- 
mission sat with Examiner Trezise in the hearing of the thir- 
teenth section proceeding. A complaint lodged with the Illinois 
body, No. 19591, Illinois Coal Traffic Bureau vs. A. & E., involving 
the rates from all origin groups to all destinations in Illinois, 
was heard on the same record. 


The question of rates on coal within Illinois, in relation to 
the rates on coal from Indiana and Kentucky to destinations 
in Illinois, has been an irritation to the regulating bodies, ship- 
pers and receivers of coal and the carriers since the federal 
Commission’s decision in Increased Rates, 1920, 58 I. C. C. 220, 
and 58 I. C. C. 302. The Illinois regulating body did not follow 
the federal body’s decision allowing a 40 per cent increase in 
all rates. It allowed an increase of only 33% per cent on coal 
within Illinois. The culmination came in February, 1928, when 
the Illinois body, which for a time had been restrained by court 
injunctions, made an order requiring reductions of five cents 
a ton from all mining groups in Illinois except from the Dan- 
ville group. That order was based on the record made by the 
federal body in [llinois-Indiana Coal Increases, 128 I. C. C. 265. 
The federal body, in that case, found not unreasonable the 
rates over which it had jurisdiction from the Illinois groups to 
the Chicago district, including its Indiana adjunct, except from 
the Danville group. 

Examiner Trezise divided the matter into a number of parts, 
treating first, as the major interest, the question of the quality 
of Illinois commission rates in relation to rates made by the 
federal commission from mines in Indiana and western Ken- 
tucky to Illinois destinations. He said the Commission should 
find, as before indicated, that the Illinois-made rates were 
violative of the law in all instances except those involved in 
Illinois commission docket No. 13572. As to the rates prescribed 
in that case he said the Commission should find that they had 
not been shown to prefer, unduly, intrastate commerce. The 
rates prescribed in all other Illinois commission cases, he said, 
should be condemned on account of the undue preference for 
intrastate commerce with corresponding prejudice to inter- 
state commerce. 


For the removal of the preference and prejudice he pro- 
posed specific rates and a scale to be used in the making of 
rates not otherwise proposed in his report. He said that his 
findings were not intended to place a stamp of approval on 
every rate at present in effect from Indiana and western Ken- 
tucky to Illinois, but to approve as reasonable the general basis 
of rates now in effect, many of which, he said, had been pre- 
scribed by the Commission in cases listed in an appendix and in 
Illinois-Indiana Coal Cases, supra, and West Kentucky Coal 
Bureau vs. I. C., 172 I. C. C. 279. Trezise said that the basis pro- 
posed by him reasonably corresponded with the rates applicable 
from Indiana and western Kentucky to the destinations under 
consideration. 

The examiner said the Commission should find not unrea- 
sonable the rates from Illinois mines to Chicago over interstate 
routes and that lawful rates would result from the adjustment 
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proposed by him on coal from mines in Indiana, Illinois, and 
Western Kentucky to Moline, Rock Island and related points in 
Illinois. He said Nos. 18770 and 21223 should be dismissed. 

Rates over interstate routes from points in Illinois to 
Quincy, Ill., he said should be found unreasonable to the extent 
they may exceed $2 a net ton from southern Illinois and from 
the DuQuoin, Centralia and Belleville groups to the extent they 
may exceed those upon the established differential now apply- 
ing on lump coal under the rates from the southern Illinois 
group. 

As to rates to Iowa destinations, the examiner said: 


The Commission should find that the rates on bituminous coal, 
in carloads, from origins in Illinois and Kentucky to Davenport, 
Bettendorf, Linwood, Iowana, Riverside, Davis Gardens and Buffalo, 
Iowa, were and are unreasonable to the extent that they exceeded, 
exceed, or may exceed those found reasonable herein and in West 
Kentucky Coal Bureau vs. Illinois Central R. Co., supra, to Moline 
and Rock Island, Ill.; that maximum reasonable rates from Indiana 
groups to the destinations under consideration were, are, and for 
the future will be not in excess of those contemporaneously main- 
tained from the same origins to Moline and Rock Island; and that 
the rates assailed from Atkinson, Ill., to Davenport and the other 
related destinations were, are, and for the future will be unreasonable 
to the extent that they exceed 80 cents per ton of 2,000 pounds. 

The Commission should further find that in determining maximum 
reasonable rates to Davenport and related destinations from groups 
in Illinois from which reasonable rates to Moline and Rock Island 
have not been determined in this proceeding the existing group dif- 
ferential relationships should be observed. 


As to rates from Alpha, IIll., to destinations in Iowa, the 
examiner said the Commission should find that maximum rea- 
sonable rates on all kinds of coal, from Alpha to Davenport, Ia., 
and destinations in Iowa west of Davenport, would be 87 cents 
to Davenport and to points west, rates made in accordance with 
a scale beginning with a rate of 28 cents for ten miles or less 
west of Davenport under the rates from Fulton county, Ill. The 
scale decreases one cent for each additional block of ten miles 
until it runs out with 18 cents under the rate from Fulton county, 
for the block between 90 and 100 miles. 

The examiner said the case should be held open and further 
heard as to reparation in respect of complainants in No. 21020, 

‘the Dewey Portland Cement Co., one of the complainants in that 
case having introduced proof as to the paying and bearing of 
the freight charges. 

The specific rates suggested by Trezise for the removal of 
the undue prejudice and a supplemental scale to be used in mak- 
ing short haul rates from the Illinois groups, enumerated in 
Appendix A (not reproduced), not elsewhere specifically pre- 
scribed herein, embraced in Appendix E, follow: 


Reasonable Rates to Remove Undue Prejudice 


Rates 
per ton of 
From To 2,000 pounds 
Northern Illinois Group Chicago, Ill., switching district....... $1.25 
Peoria Group Chicago, IIll., switching district....... 1.43 
Fulton County Group Chicago, Ill., switching district...... - 1.65 
Centralia Group Chicago, Ill., switching district....... 1.65 
DuQuoin Group Chicago, Ill., switching district....... 1.85 
Collinsville, Ill., Group Chicago, Ill., switching district....... 1.85 
Springfield Group Chicago, Ill., switching district....... 1.65 
Southern Illinois Group Chicago, Ill., switching district....... 1.95 
Danville Group Rockford and Freeport, Ill........... 1.80 
Peoria Group Rockford and Freeport, Ill........... 1.64 
Fulton County Group Rockford and Freeport, Ill........... 1.64 
Springfield Group Rockford and Freeport, Ill........... 1.80 
Centralia Group Rockford and Freeport, IIl........... 2.00 
DuQuoin Group Rockford and Freeport, IIll........... 2.05 
3elleville Group Rockford and Freeport, IIll........... 2.00 
Southern Illinois Group Rockford and Freeport, Ill........... 2.10 
Springfield Group NR, Mins. cdc aiiewnesccs tee Coeveeiendae 1.70 
Bowutnern Times Group DGGOn, Bib. oe osc veces cccwc cs ccsesesewees 2.00 
Springfield Group PENG, IR: 85-0. eisie caves candianesasssawes 1.80 
Southern Tiinois Group BOHNNES, Th. coi ccssccs ascaccsgeseecees 2.10 
Northern Illinois Group Moline, East Moline, Rock Island, 
Carbon CHE, and Silvia, Tl........ 1.50 


Moline, East Moline, Rock Island, 
Carbon Cliff, and Silvia, Ill........ 1.80 
Moline, East Moline, Rock Island, 


Springfield Group 


Southern Illinois Group 


Carbon Cliff, and Silvia, Ill........ 2.10 
Belleville Group PE OE. 6:056 Siete eb wie hed eeeniene oes 1.55 
Southern Tiinois Grovip DSCHtUP, Te onccc ccccscewcsecsewsccecs 1.55 
DuQuoin Group (Champaign, Urbana, St Joseph, 
Mahomet, Mansfield, Fithian)..... 1.55 
Belleville Group (Champaign, Urbana, St Joseph, 
Mahomet, Mansfield, Fithian)..... 1.55 
Southern Illinois Group (Champaign, Urbana, St. Joseph, 
Mahomet, Mansfield, Fithian)...... 1.65 


Rates per ton of 2,000 pounds. 


Reasonable rates for application on short-haul traffic from and to 
the points indicated in Appendix A, except No. 13572, and upon which 
rates have not elsewhere been specifically prescribed herein. 


Distances Rate 
ee ED wie cpa ScNeS SO aeaa mere Sue eemeetuncutacsueas 56.5 
es ec gases te saeedin ease nd wesw eh eae se awek sew 72 
NS AINE UI 9.6. ond. s'6 imitans witw Sra seeW Wala WiEle «waders oie ee 80 
ee ee re ee re ee ae ne ey er 87 
I os ie ahicla crc wlia ore aati lava lw id ledge 6a iia 94 
op AR once pace ae ere eet ae Or een ee te 101 
oe SR eee re re ny ar oer Te. 108 
eM a ia ca pac aw armadses ed ee se Awaw enna een 115 
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er NF odie ce accwdwecacebenceeecceceeesseenemeote 122 
a Rr ne en Oe rt eer rT 128 
ss co 5a holla Ne eren ewes ORC oe NESC SAO ENR are 134 
ES EO ee ee eee ere ere merry re are 140 
ie Oe ee rr er me er 145 
Re ee ee Ne iii no 6.0.06 6.n6-0 455.0055 on 04 5eneesen se emeeness 150 


For short hauls the distances may be averaged to common des- 
tinations or from origins which now take the same rates. 


PROPOSED REPORTS 


Shelled Popcorn 


No. 24132, American Popcorn Co. vs. A. T. & S. F. et al. 
By Examiner J. J. Williams. Rate, shelled popcorn, in packages, 
in carloads, 60,000 pounds or more, Sioux City, Ia., to destina- 
tions in California, Oregon and Washington, unreasonable to 
the extent it may, when applied to shipments of 60,000 pounds 
or more, exceed 112 per cent of the grain rates prescribed in 
Grain and Grain Products, 164 I. C. C. 619, and 173 I. C. C. 511. 


Chestnut Poles 


No. 24295, Cornplanter Lumber Co. vs. B. & O. et al. By 
Examiners J. O. Cassidy and John Davey. Rates, chestnut poles, 
points in northwestern Pennsylvania, to destinations in Con- 
necticut, not unreasonable. Rates, West Hickory, Irvineton 
and Tideoute, Pa., prior to April 15, 1930, and Tionesta, Pa., prior 
to July 15, 1930, to destinations in Connecticut on the New 
Haven, unreasonable to the extent they exceeded 26.5 cents. 
Reparation proposed. 

Grapes 

No. 23407, Wolverine Fruit and Produce Exchange et al. 
vs. Ann Arbor et al. By Examiner Paul A. Colvin. Ratings 
and rates, grapes, carloads, points in Michigan to destinations in 
official classification territory and western trunk line territory, 
unreasonable and unduly prejudicial to the extent they may 
exceed, to points in official territory, 60 per cent of the first 
class rates prescribed in the eastern class rate revision, mini- 
mum 24,000 pounds, and to western trunk line territory to the 
extent they may exceed the same percentage and same mini- 
mum prescribed in the western trunk line class rate revision, 
effective December 3. Proposes an appropriate order. 


Wheat 


No. 24387, Southwestern Milling Co., Inc., vs. C. B. & Q. 
et al. By Examiner Thurston B. Johnston. Dismissal proposed. 
Rates, wheat, points in Missouri, Kansas, Montana, Wyoming, 
Colorado, South Dakota and Nebraska milled at Kansas City, 
Kan., and the products forwarded to destinations east of the 
Illinois-Indiana line, inapplicable. Rates proposed to be found 
applicable were Mississippi River combinations and not Chicago 
combinations, which had been applied, the result being out- 
standing undercharges. Examiner said the complaint was a 
result of suits brought by the Burlington for the collection of 
undercharges, the court having held that the Mississippi River 
combinations were applicable under a transit tariff about the 
meaning of which the railroad and the shipper disagreed. The 
practice that brought about this issue, the examiner said, was 
condemned in Grain and Grain products, 164 I. C. C. 619, and 
would be discontinued upon the effective date in that case. 


Sweet Clover Seed 


No. 24088, Rudy-Patrick Seed Co. vs. A. T. & S. F. et al., and 
a sub-number, J. G. Peppard Seed Co. vs. Same. By Examiner 
E. L. Glenn. Rates, sweet clover seed, carloads, points in 
Colorado, Kansas, Oklahoma, Missouri, Nebraska, the Dakotas 
and Minnesota, on the one hand, and points in Iowa, Illinois, 
Kansas, Missouri, Minnesota and basing points east thereof, on 
the other, unreasonable to the extent they exceeded the class 
D rates. Reparation proposed. 

Veneer 


No. 24241, Pulaski Veneer Co. vs. A. C. L. et al. By Exam- 
iner Roy E. McKee. Rates, walnut veneer, Pulaski, Va., to 
Darlington, S. C., oak veneer, Pulaski, Va., to Sumter, S. C., and 
mixed carloads, walnut and oak veneer, Pulaski to Wilmington, 
N. C., unreasonable to the extent they exceeded 33.5 cents to 
Darlington and Wilmington and 29 cents to Sumter, minima 
34,000 pounds. Applicable rates found to have been 49.5 cents 
to Darlington, 41 cents to Sumter and 49.5 cents to Wilmington. 
Reparation proposed. 


Radio Cabinets 


No. 24468, Plymouth Electric Co. vs. New York Central et al. 
By Examiner Leland F. James. Dismissal proposed. Minimum 
weight, radio cabinets equipped with loud speakers, North Ton- 
awanda, N. Y., to New Haven, Conn., not unreasonable. 


Asphalt Retreaders 


No. 24807, City and County of San Francisco vs. U. P. et al. 
By Examiner L. B. Dunn. Rate, asphalt retreaders, Kansas City, 
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Mo., to San Francisco, Calif., inapplicable. Applicable rate $2.40, 
minimum 30,000 pounds. Reparation proposed. 


Steel and Lumber 


No. 24266, Pulaski Veneer Corporation vs. Pennsylvania et 
al. By Examiner C. J. Peterson. Rate, steel bars, steel channels, 
etc., Hog Island, Pa., to Pulaski, Va., unreasonable to the extent 
it exceeded 40 cents. Reparation proposed. Rate, lumber, Hog 
Island to Pulaski and Salem, Va., not unreasonable. 


Apples 


No. 24230, Traffic Bureau, Lynchburg Chamber of Commerce 
vs. A. C. L., et al. By Examiner Carl A. Schlager. Rate, apples, 
Winchester, Va., to Fayetteville, N. C., inapplicable, but not un- 
reasonable. Applicable rate, 68.5 cents. Reparation of $11.20 
proposed. 

Raw Peanuts 

No. 24180, Johnson Biscuit Co. et al. vs. A. T. & S. F. et al. 
By Examiner C. Garofalo. Rates, raw peanuts, shelled or un- 
shelled, carloads, points in Texas and Oklahoma to Sioux City, 
Ia., unreasonable to the extent they exceeded or may exceed 85 
cents. New rate and reparation proposed. 


LUMBER ROAD ACQUISITION 


Examiner C. P. Howard, in Finance No. 8461, Hobart 
Southern Railroad Co. acquisition, and Finance No. 8462, Hobart 
Southern Railroad Co. proposed issue of stock, has recommended 
that the Commission find that public convenience has not been 
shown to require the acquisition and operation, by the applicant, 
of a railroad extending from Hobart Mills to Truckee, a dis- 
tance of 6.41 miles, in Nevada county, Calif. It followed, he 
said, that the application for permission to issue $170,000 of 
stock, to be paid for the property, should be denied. The rail- 
road commission of California recommended that both applica- 
tions be granted. The Southern Pacific, with which the Hobart 
Southern connects, said it did not desire to oppose it. 

The road to be acquired under the application was built by 
the Hobart Estate Co., which the examiner called the lumber 
company, owner of a lumber manufacturing plant at the point 
called Hobart Mills. Participation in freight rates for the 
benefit of the lumber company, the examiner said, was the main 
purpose of the proposed operation. The proposed stock was to 
be delivered to the lumber company. The company, the exam- 
iner said, claimed that it was under a serious rate disadvantage, 
the handicap being estimated at $25,000 a year, in comparison 
with lumber plants served by branches of trunk lines or in- 
dependent railroads. Howard said the railroad was a plant 
facility and the effect of the proposed arrangement would be a 
reduction in the rates charged by other railroads for hauling 
the lumber company’s traffic from Truckee, the lumber com- 
pany being relieved of the expense of operating the line through 
the payment of usual divisions. HExcept for a limited amount of 
livestock traffic and some potential traffic which the applicant 
hoped to procure, Howard said there appeared no public interest 
to be served. 


NORTHERN ALABAMA ABANDONMENT 


Examiner O. D. Weed, in Finance No. 8775, Northern Ala- 
bama Railway Co. abandonment, has recommended that the 
Commission permit the applicant to abandon its Riverton 
branch, about eleven miles long, in Colbert county, Ala: The 
traffic of the branch has disappeared to a large extent and 
Weed said that testimony about prospective traffic was too in- 
definite and uncerfain to be relied upon to any extent. 


NORTHWESTERN BELL ACQUISITION 


Acknowledging the desirability of the coordination of tele- 
phone facilities in Minnesota and the Dakotas, as suggested, 
Examiner Haskell C. Davis, in Finance No. 8923, Tri-State 
Telephone & Telegraph Co. proposed control, and Finance No. 
8924, Dakota Central Telephone Co. proposed acquisition, has 
recommended that the Commission find that the payment, by 
the Northwestern Bell Telephone Company, of a price for the 
common stock of the Tri-State company “so greatly in excess 
of the equity in the properties represented by that stock would 
not be in the public interest.” The applications were made 
jointly by the companies mentioned. 

Davis calculated the excess of price over the equity to be 
nearly $9,000,000. That is the objection he has to the execution 
of a plan for acquisition of control by the Northwestern, a 
part of the Bell system, the stock of the members of which 
is held by the American Telephone & Telegraph Company, of 
the company which operates, among other things, the tele- 
phone system in St. Paul, Minn. The plan is to unify the 
operations of the two companies in furnishing service in Min- 
neapolis and St. Paul and thereby remove the danger of con- 
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fused service arising from diversity of ownership and control 
of the facilities. The Tri-State and the Northwestern Bell some 
time ago put an end to the confusion arising from the fact that 
each owned an exchange in the two cities. 

Proposed acquisition of lines of the Dakota Central, covered 
by Finance No. 8924, Davis said, was contingent upon the ap- 
proval of the Commission of the major move. Having made his 
recommendation on the major application, he said it appeared 
unnecessary further to consider that application and that it 
should be dismissed. 

The city councils of St. Paul and South St. Paul, by resolu- 
tions, opposed the plan pending a hearing, by the Minnesota 
commission, on a question of valuation and rates, assigned for 
December 1. The Minnesota commission, Davis said, had made 
an order authorizing the proposed acquisition upon the con- 
dition that the Bell company make reductions in rates and 
service charges which it was estimated would save about $300,- 
000 a year to telephone users. The Bell company, the report 
said, had accepted that condition. 

The negotiations involved half a dozen companies of the 
so-called Gary interests of Kansas City, Mo. The Tri-State 
and Bell companies were the principals, the Tri-State being 
the owner of nearly all the capital stock of the Dakota Central. 
The latter operates lines in the Dakotas. The stock of the Tri- 
State is owned by the Tri-State Consolidated Telephone Com- 
pany. The money for the acquisition was furnished by the 
Bell. The arrangement provides for continued ownership and 
operation of part of the Gary lines by the present owners. 

Under the agreement the Bell was to acquire 99,198 of 
100,000 shares of the Tri-State stock. The value of the Tri-State 
properties, set by Bell engineers, was $19,061,541 and, less 
depreciation, $17,282,105. Provision was made to add $2,121,550 
for going concern value and organization expenses. 

As disclosed by the record, said Davis, the equity represented 
by the total common stock of the Tri-State was $12,912,073. The 
price to be paid by the Bell was $19,510,101, a difference of $6,701,- 
592. To that Davis added the $2,121,550 to be paid for going 
concern value and organization expenses to arrive at the con- 
clusion that the Bell was obligated to pay nearly $9,000,000 more 
for the stock than the value of the equity in the property, the 
exact difference as shown by him being $8,823,142. 

On that point, excess of price over value of the equity, Davis 
said the applicant argued that whatever loss there was in the 
transaction must be borne by its common stockholder, the Amer- 
ican company, and that in the absence of any objection by the 
stockholders, the question of what price should be paid would 
seem to be one for the management of the company. 

Davis said the officers and directors believed that the long 
time interest of the stockholders and the public would be best 
served by the removing of handicaps which prevented the giv- 
ing of the best service at the lowest ultimate cost and by clear- 
ing the way for further improvement of service, and that this 
would be a wise investment. 


“It appears clearly from the record,” said Davis, “that the 
proposed acquisition would be of advantage to the persons to 
whom service is to be rendered, both by reducing the cost of 
telephone service and by improving telephone facilities.” 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8966, (1) authorizing the Louis- 
ville & Nashville Railroad Company (a) to issue $10,000,000 of 10-year 
secured 5 per cent gold bond, to be sold at not less than 95% per 
cent of par and accrued interest and the proceeds used to pay 
maturing indebtedness and for construction; and (b) to pledge as 
collateral security for the secured bonds $13,900,000 of other bonds 
described herein; and (2) dismissing that part of the application 
which requests authority to execute a proposed collateral trust in- 
denture, approved. 

Supplemental report and order in F. D. No. 7294, authorizing the 
Roscoe, Snyder and Pacific Railway Company to issue not exceeding 
$200,000 of 6 per cent preferred stock, consisting of 2,000 shares of 
the par value of $100 each, to be delivered pro rata to the holders 
of the applicant’s outstanding common stock, and, for the conversion 
of the preferred stock, not exceeding $200,000 of common stock, con- 
sisting of 10,000 shares of the par value of $20 each, condition pre- 
scribed (provided, however, and the authority granted herein is upon 
the express condition, that before issuing any of said preferred 
stock the applicant shall procure an amendment of its articles of 
incorporation so as to provide that the preferred stock shall be con- 
vertible at the option of the preferred stockholders into common stock 
at the rate of five shares of common stock for one share of preferred 
stock), previous report 170 I. C. C. 403, approved. 


FINANCE APPLICATIONS 


* Finance No. 8985. St. Louis, San Francisco & Texas Railway 
Co. asks authority to issue its promissory note or notes for $55,252.20 
to the St. Louis-San Francisco Railway Co., to reimburse latter for 
expenditures for additions and betterments on applicant’s property. 

Finance No. 8986. Fort Worth & Rio Grande Railway Co. asks 
authority to issue its promissory note or notes for $57,183.28 to the 
St. Louis-San Francisco Railway Co., to reimburse latter for ex- 
penditures for additions and betterments on applicant’s property. 

Finance No. 8987. Birmingham Belt Railroad Co. asks authority 
to issue its promissory note or notes for $1,515.96 to the St. Louis- 
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San Francisco Railway Co., to reimburse latter for expenditures for 
additions and betterments on applicant’s property. 

Finance No. 8982. Sievern & Knoxville Railroad Co. asks au- 
thority to abandon its line from a connection with the Southern at 
Batesburg, S. C., to a connection with the Southern’s Columbia- 
Savannah line, in Lexington and Aiken counties, S. C., approximately 


25 miles. 
Finance No. 8983. Chicago, Burlington & Quincy Railroad Co. 


asks authority to abandon a line between Fairmont and a point near 
McCool Junction, Neb., 6.88 miles. 

Finance No. 7987. Supplemental application of Chicago, Indian- 
apolis & Louisville Railway Co. for authority conditionally to issue 
$538,000 of first and general mortgage 6 per cent gold bonds which 
have been nominally issued under previous authority of the Com- 


mission. Applicant proposes to pledge the bonds for short term 


loans. 

Finance No. 8988. Southern Pacific Co. asks authority to abandon 
that part of its west side branch extending from Mile Post 776 at 
or near Beaverton to Mile Post 781.4 at or near Bertha, in Wash- 
ington and Multnomah counties, Ore., 5.409 miles. 

Finance No. 8989. Chicago, Burlington & Quincy Railroad Co. 
asks authority to abandon branch lines between Mooar and Hamill, 
Ia., 23.59 miles, and between Salem and a point near Mt. Pleasant, 
Ia., 10.85 miles, in Henry and Lee counties, Ia., and to construct a 
connecting track about 1,140 feet long between its Mt. Pleasant- 
Keokuk and Fort Madison-Batavia branches. Under the proposed 
rearrangement, according to applicant, the public will be afforded 
practically as good service as at present and the company will be 
enabled to save about $72,368.55 annually. 

Finance No. 8990. Chicago & North Western Railway Co. asks 
authority to procure authentication and delivery to it of $16,000 of 
general mortgage 4% per cent gold bonds and to procure authentica- 
tion and delivery to it of $19,089,000 of 44% per cent first and refund- 
ing mortgage gold bonds, series D, to reimburse the company’s treas- 
ury for expenditures. The bonds are to be held by the applicant until 
the further order of the Commission. 


VEGETABLE INTERESTS PROTEST 
The Traffic World Washington Bureau 


A volume of protest with requests for suspension larger 
than any other in recent months, except the objection to the 
proposed 15 per cent increase, has been received by the Com- 
mission in respect of changes in classification of vegetables and 
melons carried in supplement No. 30 to the western classifica- 
tion, I. C. C. No. 19, dated to become operative October 15. 
Requests for suspension of the supplement as to specified items 
therein have been received from state commissions, chambers 
of commerce and organizations of growers and dealers, chiefly 
in western territory and the Mississippi valley. 

R. C. Fyfe, chairman of the western classification commit- 
tee, in a telegram, buried in the material mass of the requests 
for suspension, defends the proposed changes, saying the 
changes were proposed to place the rates on a reasonable basis 
and to assist in the elimination of fourth section violations. 
The proposed changes, he says, will remove or reduce the 
violations. 

Typical of the protests, it is believed, is the one submitted 
by the Joint Council of the International Apple Association, the 
National League of Commission Merchants of the United States 
and the Western Fruit Jobbers’ Association of America. Those 
organizations claim to represent shippers of about 700,000 car- 
loads of the commodities mentioned, annually. 

Their protest, says the proposal, is to increase the rating 
on vegetables, melons and cantaloupes, except tomatoes, from 
class C to class five, making an increase of charges of 26.66 per 
cent. The protest points out that in Consolidated Southwestern 
Cases, 123 I. C. C. 203 and 139 I. C. C. 535, commodities taking 
class C were given column 30 rates, that is 30 per cent of first 
class. Column 30, it says, is a commodity rate assigned to the 
commodities in question. At the time of the assignment fifth 
class was 38 per cent of first class. Since that time, however, 
fifth class has been made 40 per cent of first class. The change 
against which protest has been made, however, would not put the 
vegetables on the class basis but would put them into the com- 
modity category taking 38 per cent of first class, instead of 30 
per cent of first class because old class C would be abolished. 

The protest says the change would increase potatoes from 
27.5 per cent of first class to 38 per cent of that basis, making 
an increase in charges of 38.18 per cent. 

Tomatoes, says the protest, are to be raised from fifth to 
fourth class, or, in percentage, of first class from 38 to 50 per 
cent, making an increase in charges of 31.58 per cent. 

The protest of the three organizations mentioned points 
out that the carriers have proposed these changes in rating 
notwithstanding the fact that they have pending before the 
Commission a petition for rehearing in the southwestern cases 
and notwithstanding the fact that in Western Trunk Line Class 
Rates, 164 I. C. C. 1, the Commission said that there should 
be no increases in the rates on potatoes and cabbage by reason 
of the changes in the class rates that would be caused by that 
decision. 

Texas shippers and organizations representing them seem 
to predominate in the stack of protests, about a foot high, in 
possession of the Commission’s board of suspension a few days 
after protests, if any, were due. Pacific coast shippers, how- 


ever, were also largely represented. Among the state commis- 





The Traffic World 





Vol. XLVIII, No. 15 


sions that had asked for suspension were those of Virginia, 
Wisconsin, South Dakota, Idaho and Iowa. Among chambers 
of commerce or freight bureaus that have asked for suspension 
are San Antonio, Dallas, Robston, Winter Garden, El Paso, 
Raymondsville, Corpus Christi and Waco, Tex., Muscatine, Ia., 
Traffic Service Bureau of Utah, Kansas City, Mo., Oshkosh, 
Wis., Meridian, Miss., Fargo, N. D., New Orleans, La., Sioux 
City, Ia., Muskogee, Okla., Lincoln, Neb., Lynchburg, Va., Ameri- 
can Fruit and Vegetable Shippers’ Association, Southwestern 
Industrial Traffic League, Appleton, Wis., Texas Freight Bureau, 
Fort Smith, Ark., Pine Bluff, Ark., Monroe, La., Wichita, Kan., 
Memphis, Tenn., and Texas Wholesale Fruit and Vegetable 
Dealers’ Association. 


CHICAGO SWITCHING RATES 


Asserting that nothing new has been pointed out, the rail- 
roads have asked the Commission to deny the petition of the 
Acme Steel Company and other shippers in the Chicago switch- 
ing district, to set aside the order of July 31, 1931, and to reopen 
the proceeding in No. 19610, switching rates in the Chicago 
switching district, and I. & S. No. 2900, pertaining to the same 
subject. (See Traffic World, October 3, p. 713.) The railroads 
contend that in substance the petition is an allegation that the 
case was erroneously decided by the Commission and that if the 
exceptions filed by the petitioners were examined again the 
Commission would find out wherein its decision was erroneous. 
Therefore, said the railroads, all that was really asked of the 
Commission was that it reconsider the evidence which was 
before it when the case was heard and that the Commission 
again look at the exceptions filed by the petitioners for proof 
that the case was decided erroneously. 

The discriminatory and unreasonable character of the rates 
within the Chicago district, the railroads said, had been under 
consideration by the Commission since its decision in Jones & 
Laughlin Steel Co. vs. B. & O., 96 I. C. C. 682, decided in April, 
1925. The record, they said, clearly showed that for the past 
four or five years the carriers had not been able to charge for 
the services rendered by them reasonable and just rates. 

“Therefore,” says the reply of the carriers to the petition 
for reopening, “it is respectfully urged that during this period of 
depression when units of traffic have greatly decreased, with 
no opportunity to reduce operating expenses correspondingly on 
account of the irreducible having been reached, the carriers in 
the Chicago switching district should not be denied the right 
to make effective on the date named in the order the rates 
which the Commission has found to be just and reasonable.” 


CLASS TARIFFS BEING FILED 


Tariffs putting into effect rates ordered by the Commission 
in the eastern class rate revision, effective December 3, began 
reaching the files of the Commission in the week ended October 
10. Tariffs establishing the rates prescribed in the western 
class rate revision were expected to follow them closely, al- 
though to allow the forty-five days’ notice required by the Com- 
mission it would not have been necessary for the carriers to 
have filed their tariffs before October 16. Three of the Curlett 
tariffs and five of the Jones’ publications were the first to come 
in. They were received by the Commission on the same day. 
Van Ummerson, the third of the agents filing for eastern car- 
riers, was expected to have his publications on file several days 
before the last due day. 

The publishing agents started the circulation of the new 
class rate tariffs among the shippers before circulation among 
railroad traffic men was begun. Their idea was that by putting 
the tariffs in the hands of shippers there would be an early 
detection of errors, thereby giving opportunity to make needed 
corrections before December 3. Curlett got his tariffs to ship- 
pers as soon as to the Commission, if not sooner in some in- 
stances, so as to make certain the quick detection of the errors 
that might be expected to creep into publications carrying hun- 
dreds of thousands of rates. 


P. & W. V. VALUATION 


In Valuation No. 835, Pittsburgh & West Virginia Railway 
Company et al., embracing also Valuation No. 882, West Side 
Belt Railroad Company, opinion No. B-806, 36 Val. Rep., 277-344, 
the Commission, by division I, has made the following findings: 
Final value for rate-making purposes of the property of The 
Pittsburgh & West Virginia Railway Company, owned and used 
for common-carrier purposes, found to be $23,682,328, as of 
June 30, 1917, of the property owned but not used $5,468, and 
of the property used but not owned, $8,740. Final value for 
rate-making purposes of the property of the West Side Belt 
Railroad Company owned and used for common-carrier pur- 
poses, found to be $5,050,537, as of June 30, 1917, and of prop- 
erty used but not owned $15,872. 
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Taxes and Motor Transport 


Controversy Over Question of “Subsidized” Highway Transport Rests on Lack of Agreement as 
to Controlling Principles and Inadequate Facts—General Property Taxes Levied Alike 
Against Rails, Highway Transportation, and All Other Business Not Relevant— 
Question as to Whether Highway Transportation Is Paying Its Way One 
of Relative Taxation of Highway Users—Some Tax Facts 


By HOMER H. SHANNON 


MONG the problems raised by the competitive situation 
A between rail and highway transportation, none has been 
more productive of words, written and spoken, than the 
question of relative taxation. On the one hand, it is charged 
that highway transportation is subsidized, motor transport op- 
erators having appropriated public property—the highways— 
as a place of doing business for profit, while the railroads must 
provide their own roadway and also pay into the general public 
funds, because of that ownership, in the form of taxes. 
From the other side of the fence the reply is made that 
the charges simply are not founded on fact and involve a 


SPECIAL TAXES IN DOLLARS 
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Comparative highway use taxes paid by various classes of motor 


vehicles, according to National Automobile Chamber of Commerce. 


misconception and perversion of fundamental principles of 
public policy. 

The dispute over fair taxation of motor transportation has 
the fire in it that it has because of disagreement as to principles 
involved, as much as because of lack of facts. It seems evident 
to most of those who have studied the matter that the necessary 
facts are not available to answer central questions involved, 
but it is even more certain that disagreement as to principles 
entering into a definition of “fairness” will preclude a slaying 
of the dragon for some time to come. 

Unquestionably, some general public agreement on prin- 
ciples is of importance to both forms of transportation and 
to the shipping public. Until that is reached, a mere accumula- 


tion or discovery of taxation “facts” can settle little. The 
problem of fair taxation of the common carrier motor vehicle 
will certainly play an important part in the gradual adjustment 
to be made between rail and highway services and the nature 
of transportation available to the shipper. An investigation of 
what has been said on the subject discloses that the difficulties 
presented are more of principle than of fact, though there is 
not the necessary machinery for production of the latter that 
there should be, if exact answers are to be had. 


Do Taxes Cover Costs? 


Irrespective of all general questions of public policy, the 
determination of whether or not highway transportation is sub- 
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Receipts from special motor vehicle taxes and fuel taxes, in 1929, 
exceeded the cost of all state highway systems by $324,984,677. New 
construction costs are not included in the showing. 


sidized, as frequently charged, is relatively simple. The answer 
is also of prime importance, as it unquestionably measures, to 
a considerable extent, the relative efficiency of highway trans- 
portation and probably, for that reason, will play an important 
part in the shaping of transportation development. It seems 
fairly obvious that what is meant by the assertion that the 
common carrier vehicle is subsidized is that the transportation 
rates paid by the shipper, when he turns his goods over to a 
common carrier truck operator or puts himself in a bus do 
not cover the full cost of the service. No such question is 
involved where rail transportation is concerned, as the railroad 
supplies all the facilities to perform the transportation and pays 
for them out of the rates it collects from patrons. The motor 
transport operator, however, is using the public highways on 
which the principal part of the transportation job is performed. 
Does the rate the motor transport operator charges the shipper 
include an adequate amount to cover the use made of the high- 
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way, and does the operator, in turn, make an adequate payment 
for that use? 


Is Highway Cost in the Rate? 


The question, so far as subsidy is concerned, is not how 
much the motor transport operator pays for his use of the high- 
way, in terms of his capital investment or gross income, but 
whether he pays his share of highway cost and upkeep. That 
alone would seem to determine whether or not the highway 
transport operator is publicly subsidized. The economic sound- 
ness of this new form of transportation, it is pointed out, rests, 
in considerable measure, on the answer to that question. 

All the facts essential to an answer in any final form are 
not available. Unfortunately, such facts as are available have 
been developed by parties of interest in the dispute. It would 
be far better if they had been developed by agencies not open 
to any criticism of self-interest. 

Railroad taxes in 1930 amounted to 397 million dollars. 
So far as known, there is no comparable figure available cover- 
ing taxes paid by motor transport operators, and it is not im- 
portant that there should be. For the most part, rail taxes were 
general property taxes, assessed at current rates of taxation, 
to which the motor-transport industry is subject, with all other 
kinds of business. Of the total rail taxes, approximately 10 
per cent are said to represent special taxes lexied by a limited 
number of states against the form of business. Again, so far 
as the question of subsidization of highway transportation is 
concerned, there is no issue presented there. Taxes paid by 
the motor transport operator may or may not be arrived at 
on that basis. A question of justice may be involved in the 
placing of a tax on a business because it is the kind of business 
it is, but that will not be dealt with here. 

Special taxes levied against motor transportation are pri- 
marily in the form of vehicle registration fees and gasoline 
taxes; they are used for highway purposes, and so may be said 
to be payments for the use of highway. There are numerous 
other forms of special taxes paid by the transport operator, 
such as tonnage taxes, wheel taxes, and so on, but the principal 
contributions are made under the two heads of registration fees 
and gasoline taxes. There is, as everyone knows, little or no 
uniformity as to these taxes in the various states. 


Special Taxes and State Highways 


Contentions of a general nature advanced to controvert the 
charge of “subsidy” start with the assertion that registratlon 
and gasoline taxes collected currently are more than sufficient 
to meet all state expenditures for highways. It is the state 
or main roads, it is said, that are used by the common carrier 
vehicle. In addition, as this position is developed, the contribu- 
tion of motor vehicles, through special taxes, to the support 
of local roads is in excess of that made by the railroads. That 
is, perhaps, irrelevant, but the fact that a part of the special 
taxes go to local road construction and maintenance, as well 
as a part of the general taxes paid by the highway transporta- 
tion industry, has a bearing on the subsidy issue. 

Local roads, it is pointed out, were supported by general 
taxation long before there were motor vehicles and gasoline 
taxes. It is only the state roads, or through arteries, that have 
any bearing on the subsidy question. 


Common Carrier vs. Other Vehicles 


Added to the fact that highway costs, generally, are borne 
by the motor vehicle operator, it is asserted by the motor trans- 
port operator that he pays special taxes in an amount greater 
than justified by the difference in highway use chargeable to 
the common carrier vehicle as against the privately operated 
vehicle. The common carrier motor truck pays more than 18 
times as much in special taxes as the private automobile, ac- 
cording to the National Automobile Chamber of Commerce, and 
the common carrier bus pays 22% times as much. 

Expenditures by state highway departments on roads in 
1930 totaled 980 million dollars, which was a 22 per cent in- 
crease over 1929 exupenditures. The 26% million automobiles 
registered in 1930 paid license fees amounting to $355,704,000, 
and $494,683,000 in fuel taxes, or a total of $850,387,000. In 
addition, bonds issued by the states for highway construction 
are largely supported by income from registration and fuel taxes. 


Highway Income and Sources 


The total income of the highway departments of all states 
amounted to $1,136,673,437 in 1930, with a balance on hand at 
the beginning of the year of $286,000,000, making total funds 
available $1,423,000,000. The relative contributions from vari- 
ous income sources were as follows: Motor vehicle revenues, 
26 per cent; gasoline taxes, 36 per cent; bonds, 20 per cent; 
federal aid, 8 per cent; appropriations from general taxes, 4 


per cent; funds transferred from counties, 5 per cent; miscel- 
laneous, 1 per cent. 


On this basis, counting the bond sales as 
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a part of the motor vehicle contribution, 82 per cent of the total 
state highway department income was derived directly from 
highway users. Of the remaining 18 per cent, motor transport 
operators may be assumed to have made the same general con- 
tribution as other lines of business The 5 per cent derived 
from counties is offset, to some degree, by transfer of state 
funds to counties, and by vehicle and fuel taxes collected by 
counties and municipalities. 

Figures for 1929 covering the total rural highway income 
show the relative cost of state roads and so-called local roads, 
the latter being largely supported by general taxation. All 
highways outside of cities are administered either by the states 
or by counties and other local governments such as townships. 
The state highway departments have jurisdiction over about 10 
per cent of the total improved highway mileage and the local 
governments of the other 90 per cent. Total income for all 
rural roads in 1929 was $1,646,030,433. Motor vehicles, in that 
year, contributed $687,730,352, or 41.8 per cent, through fuel 
taxes and registration fees; general property taxes, $608,862,947; 
bonds, $271,864,443, and federal aid, $77,572,691. Sixteen and 
one-tenth per cent of the local roads’ income is derived from 
fuel and vehicle taxes, according to figures for 1930. 

In computing the total taxes paid by motor vehicle oper- 
ators, the National Automobile Chamber of Commerce adds an 
estimated $150,000,000, paid in the form of personal property 
and municipal taxes, to the registration and fuel taxes. Total 
taxation of commercial vehicles, on its estimate, amounts to 
$250,000,000. 

A Question of Relativity 


In support of the contention that the relative taxation of 
common carrier vehicles is high, the Chamber shows that the 
average tax paid by a three-ton, privately operated truck in 
registration fees amounts to $66.36. Certain assumptions are 
made as to the value of the vehicle, horsepower, etc. On the 
same basis, it is estimated that the average tax on a three-ton 
common carrier truck (not including personal property, mu- 
nicipal, franchise, wheelage, or other local taxes) is $271.95. 
Both computations represent an average of state taxes and 
apply to a truck on pneumatic tires. The total registration fees 
in the states on the common carrier truck range from $900 in 
North Carolina to a low of $18 in Missouri, according to the 
table compiled by the Chamber. The range on the privately 
operated truck is from $134 in New Mexico to $9.60, in Mary- 
land. 

The relative tax paid by the same vehicles for fuel is given 
as $95.55, for the privately operated truck, and $193.23 for the 
common carrier truck. It is assumed that the privately oper- 
erated truck would have an annual mileage of 10,000, consuming 
2,500 gallons of gasoline, and that the common carrier truck 
would be operated 25,000 miles, consuming 5,000 gallons of gaso- 
line. State gasoline taxes range from 2 cents a gallon to 6 
cents, with the rate at 2 cents in six states, on April 1, and five 
states charging the maximum 6-cent tax. 

Merely as a commentary on the basis of computation, a 
large Chicago motor transport operator stated, when questioned, 
that the average truck used in inter-city service by his organ- 
ization had an annual mileage of 80,000, and that his average 
pay-load was 16,000 pounds, with no empty mileage. 

According to figures presented by the National Association 
of Motor Bus Operators, the sum of the license fees and gas 
taxes, in 1930, on the average vehicle (including busses) 
amounted to $32.06. Total taxes paid by common carrier busses, 
including those in city service, amounted to $783.32 a bus. 


Bureau of Roads’ Figures 


In connection with the figures on common carrier truck 
taxes, it is interesting to note that Thomas H. MacDonald, chief 
of the United States Bureau of Roads, in his testimony before 
the Commission in docket 23400, coordination of motor trans- 
portation, said that class of carriers paid about three and a 
half times as much in taxes as privately operated trucks, on the 
average, in 11 western states covered by a study of the bureau. 
Contract operators, he said, paid about twice as much as private 
operators. Based on the study, he said, the common carrier 
truck appeared to operate about four times as intensively as 
the privately operated truck. 

As to the matter of determining whether use of road should 
serve as a basis for taxation discrimination, he said: “We 
would be building the roads just as wide and just as thick as 
we are if there were no common carrier trucks. The relative 
use is so small in comparison to the private use of the high- 
ways.” Climatic conditions, soil, and other such considerations 
largely dictated the type of highway construction, independent 
of the vehicles on the highway, he said. 

Another of the somewhat random facts to which attention 
has been called in connection with the question of who pays 
for the highways is the statement that, of the forty-eight states, 
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twenty-one of them do not levy general property taxes or make 
any appropriations from general funds for state road programs. 

Above all, in any effort to deal with the question of “fair- 
ness” of highway transport taxation, it should be kept clear that 
the general question of whether automobiles as a whole are 
paying for the highways has no direct bearing on the question 
of relative fairness of rail and common carrier truck taxation. 
The only way it gets into the picture is through the mechanics 
of attempting to determine whether or not the common carrier 
truck is paying for its roadbed and so whether the rate paid 
by the shipper to the motor transport operator covers the full 
cost of the service. 


Complete, Authoritative Figures Wanted 


All speculation or dispute as to whether the common Car- 
rier truck is paying as much, either mathematically or relative 
to income, etc., as the railroad for its roadbed has no relation 
to this particular problem. It may be argued that highway 
taxes should be based on ability to pay, as well as use. It may 
be and is argued that the avenues of communication and travel 
are a public trust and must be kept open at public expense. 
There is an endless variety of theories as to controlling prin- 
ciples to be employed in the regulation and support of the high- 
ways, but here are the general facts, so far as they are avail- 
able, bearing on the question of subsidy. For the most 
part, they are incomplete and subject to one criticism or an- 
other, but they indicate, at least, the general outlines of this 
particular phase of the rail-truck problem. 


NATIONAL TRUCK OPERATORS 


The imperative need of unified, aggressive action on the 
part of motor transport operators to combat adverse propaganda 
was sounded in a variety of forms at a meeting of the National 
Motor Truck Operators’ Association, at Chicago, October 6, 
attended by about 140 representatives of the industry and affili- 
ated interests. A program involving the protection of the motor 
transport industry from attacks from without and the setting 
of its own house in order, was outlined by a number of speak- 
ers, including officers of the new organization, with an appeal 
for support from the entire industry. 

The organization was started about a year and a half ago 
by a group of Michigan automobile haulers, under the name of 
the National Contract Haulers’ Association; it became the gen- 
eral truck transport association a few months ago. The meet- 
ing, as explained by the president, Ed. Rice, of the Contract 
Cartage Company, Flint, Mich., was called primarily to explain 
the history, program, and aims of the association. It was the 
first meeting outside of Michigan, where the organization origi- 
nated, and signalized intensification of efforts to extend its scope 
and influence. Motor transport operators from Illinois, Michi- 
gan, Missouri, Indiana, Wisconsin, and other surrounding states 
were on hand. The adverse trend of state legislation and re- 
course open to an organized, unified industry were reviewed in 
detail by the speakers. 

Emphasis was placed by Mr. Rice on the need for internal 
harmony among contract haulers, common carrier operators, and 
others in the business of transportation on the highways. It 
would not be the purpose of the organization to settle disputes 
as between them, nor was it the intention to fight the railroads 
or anyone else, it was asserted. The program was purely one 
of militant self-protection, as he outlined it. 


“We will oppose all tax laws and regulatory bills in the 
individual states,’ he asserted, “until they are offered with 
uniformity and full reciprocity.” Constant bickering at state 
border lines must stop, he insisted. Regulatory laws, in a great 
many instance, he pointed out, made it necessary to transfer 
loads from one truck to another at state lines to carry on inter- 
state traffic. The president of his company had recently made 
a computation of the number of lights required on one of his 
company’s vehicles if it were to conform to all state laws on 
that one point, he said. It was found that a total of 36 lights 
was called for. “That is infringing on Santa Claus,” he added. 

The courts, he said, offered the operators their principal 
opportunity and were their best guaranty of continuing in 
business. With that in mind, he explained, the organization 
had created a national defense fund to deal with unfavorable 
legislation wherever it appeared. Attorneys for the association 
have obtained injunctions in federal courts restraining enforce- 
ment of recent Illinois legislation. Facts surrounding that were 
reviewed, along with other matters, by Lawrence D. Allen and 
Everett Dalbey, of Danville, Ill., counsel for the association. 

One of the subjects stressed by the speakers was the neces- 
sity for protection of the public on the highways. Nothing 
must be left undone to insure that drivers comply with all ex- 
isting safety measures and extend the maximum of courtesy 
on the highways, it was insisted. That the very life of the 
motor transport industry depended on that, was the consensus. 
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Forces antagonistic to this new transportation industry were 
well organized, it was pointed out. In order to maintain public 
good-will it was not only necessary that correct facts be broad- 
cast, but that, in its contact with the public, the industry create 
a favorable impression. 

Generally, the view was expressed that the industry was 
confronted with a fight for its life. 

Among other speakers were W. R. Madigan, executive sec- 
retary of the association, and J. L. Keeshin, president of the 
Keeshin Motor Express, Chicago. 


TEXAS LAW KNOCKED OUT 


The federal court at Houston, Texas, with three judges 
sitting, has granted an interlocutory injunction restraining the 
State of Texas from enforcing that section of the law regulating 
the operation of motor trucks on the highways that limits cer- 
tain loads to 7,000 pounds. The other provisions of the new 
law were declared constitutional. 

The opinion of the court was written by Judge T. M. Ken- 
nerly of Houston, and concurred in by Circuit Judge J. C. 
Hutcheson, Jr., of Houston and New Orleans and Federal Judge 
DuVal West of San Antonio. 

W. T. Stevens, who intervened in the suit brought by Ed 
Sproles, of Fort Worth, to enjoin enforcement of the law, was 
the only one of the many attackers of the bill in the Sproles 
case to win a verdict from the court. Stevens alleged that he 
had a contract to transport uncompressed cotton and had ac- 
quired 40 trucks, all equipped with trailers, valued at about 
$50,000, for the carrying out of the contract. Enforcement of 
the law would cancel his contract, he alleged. The intervener 
charged that the section referred to uncompressed cotton alone. 

Taking up the findings of the court as to the main body of 
the act, Judge Kennerly said: 


That this act, in so far as it regulates, or seeks to regulate, the 
size of vehicles and loads, the speed thereof, and makes provisions 
for the safety of the public and the protection of the highways, 
exemptions and other provisions complained of, is well within the 
power of the legislature, we need not stop to discuss. 


Considerable discussion of the section made void by the 
court was contained in the opinion. The court pointed out that, 
whereas uncompressed cotton loads would be limited to 7,000 
pounds, loads of compressed cotton might weigh as much as 
24,000 pounds and still be carried over the highways without 
violation of the law. The court held that the intent of the sec- 
tion was to discriminate against uncompressed cotton, since no 
difference in loads, “whether made up of nitroglycerin, gasoline, 
crude oil, pianos or grindstones,” was made in the act, other 
than the difference that would affect uncompressed cotton alone. 

“It is certain,’ the court held, “that this provision has no 
just relation to the supposed mischiefs to be remedied, when it 
considered that the regulation as to weight is for the protection 
of highways, including bridges, culverts, etc., and persons and 
property thereon; and that the transportation of a load of one 
weight of packages containing more than 30 cubic feet and 
weighing more than 500 pounds, is no more injurious to the high- 
ways, or persons and property thereon, than the same weight 
load containing a miscellaneous assortment with packages of 
less cubic feet content, or less weight. One is reminded of a 
catch question, frequently propounded in childhood days, of 
which is the heavier, a pound of lead or a pound of feathers.” 

In an accompanying opinion the court upheld the attack 
of J. H. McLeaish and Company, made in a separate action, on 
the section of the law stricken out by the court in the Sproles 
case. 

Attorneys for Sproles and unsuccessful interveners in the 
case have indicated that an appeal would be taken. 


TANK TRUCK-RAIL COLLISION 


In a report on a collision between a passenger train and an 
automobile tank truck loaded with gasoline, at a grade crossing 
on the New York Central at Richards, O., May 8, which resulted 
in the death of two employes and the driver of the truck, W. P. 
Borland, director of the Commission’s bureau of safety, has 
found that the accident was caused by the truck being driven 
on the crossing at grade directly in front of an approaching 
passenger train. The driver of the truck and the engineman and 
fireman of the train were killed. 

Director Borland said the bureau had investigated a number 
of grade-crossing accidents in which trucks carrying inflammable 
liquids and explosives were involved and set forth a table show- 
ing that seven such accidents cost 29 lives in the period from 
August 12, 1922, to May 8, 1931. Continuing, he said: 


Accidents of this nature are peculiarly horrifying because of the 
agony which the injured suffer as a result of burns, and because of 
the hazard to all persons on the trains involved and in the immediate 
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vicinity resulting from explosions and from the spread and ignition 
of quantities of highly inflammable liquids. . ; 

Because of the potential danger to the traveling public, special 
precautions should be taken to safeguard the passage over railroad 
crossings at grade of trucks loaded with these commodities. It is 
not sufficient merely to ‘‘stop, look and listen;’’ it should be defi- 
nitely known that no train is closely approaching before such a 
vehicle is permitted to start over a crossing. At a crossing such 
as the one involved in this accident, where there were no signal 
devices to indicate the approach of a train and the view was ob- 
structed, safe crossing for the truck could be assured only by having 
some person go forward upon the track and signal to the driver 
whether or not a train was approaching. In the absence of adequate 
grade crossing protection for all vehicles, the public interest requires 
that special precautions be taken to safeguard the movement of these 
commodities which involve unusual and widespread dangers, and 
authorities responsible for supervision and control of highway traffic 
should give careful consideration to the necessity for requiring flag 
protection at grade crossings for vehicles carrying explosives and 
inflammable liquids. Any person, firm, or corporation using the public 
highways for the transportation of these dangerous articles should be 
required to conform with practices and regulations necessary to safe- 
guard associated and conflicting traffic both on highways and on 
railroads. 

Director Borland renewed a recommendation made in a pre- 
vious report that adequate regulations to promote safety should 
be provided by authorities having jurisdiction over such trans- 


portation and effective means adopted to insure their observance. 


TRUCK COTTON COMPETITION 


Approaching the problem of truck competition in cotton 
hauling from a new angle, the Southern Railway has proposed 
a new scale of rates that would permit transiting of cotton at 
any point on the Southern having a warehouse without additional 
charge. 

The Alabama commission was advised that such a plan was 
contemplated and that the railroad would seek to publish the 
transiting, or through rates, in Alabama, Georgia, North Caro- 
lina and South Carolina, if permission of the state commissions 
could be obtained. 

The scale proposed would apply on cotton originating at 
all stations on the Southern Railway lines in Alabama and 
destined to all mill points on those lines in Alabama with the 
exception of Mobile, which has been dealt with specifically. 
The scale of rates proposed ranges approximately four cents 
a hundred pounds higher than the recent mill point scale estab- 
lished by this line in Alabama. Compression would not be ab- 
sorbed under this scale, but the warehousing of the cotton would 
be allowed in transit on the basis of the through mileage rate 
from initial points of origin to the mill point. 

The plan, in other words, would permit the shipper of cot- 
ton to a warehouse on the Southern to reship to mill points 
on the Southern, with the advantage of a through rate to apply 
from the original point of shipment to the mill point, when the 
cotton moved to its final destination. Under the present ar- 
rangement the shipper from a station on the Southern who 
consigns to a warehouse on the Southern pays the local rate 
from the station to the warehouse concentration point. Then, 
when the cotton is shipped from the warehouse to an Alabama 
mill point on the Southern, the shipper again pays the local 
rate. Thus, the shipper pays two local rates on cotton on its 
movement to the warehouse and the mill. 

If the proposal is approved, the shipper will have a through 
intrastate rate from the point of origin to final destination. 


FREIGHT TRANSFER AT ST. LOUIS 


Answering the petitions of those who have asked for a re- 
opening of No. 19594, transfer of freight within St. Louis and 
East St. Louis by dray and truck, for and on behalf of rail- 
roads, and I. and S. No. 2934, off-track station and constructive 
receipt and delivery of freight at St. Louis and East St. Louis, 
the respondent railroads (other than the Litchfield & Madison 
and the Nickel Plate) say that a reading of the petitions might 
well give an uninformed person the impression that the pro- 
ceedings were inaugurated for the sole purpose of ascertaining 
what was for the best interests of the draymen and transfer 
companies, and that the interests of the carriers and their 
patrons were merely incidental. They said that no shipper was 
directly interested, since there would be no change in the cost 
or measure of the service for which he paid, but that any sav- 
ings made by the carriers would ultimately redound to his 
benefit. 

The petitions for rehearing, the railroads said, brought up 
no facts or evidence that had not been thoroughly sifted by 
the Commission. They said they challenged the sincerity of 
the suggestions now made for a further cost study which would 
cost the petitioners nothing, or a further hearing and believed 
them to be made solely to further delay and obstruct the rail- 
roads in carrying out their program of reforms. 


IMPROVEMENT OF HIGHWAYS 


A total of 35,883 miles of county and township roads were 
surfaced in 1930, according to the Bureau of Public Roads of the 
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U. S. Department of Agriculture. At the end of the year the 
total mileage of county and local roads surfaced was 467,338. 

The total surfaced mileage is composed of the following 
types: Sand-clay, 71,907 miles; surface treated and plain gravel, 
310,308; surface treated and plain waterbound macadam, 43,527; 
bituminous penetration macadam, 19,059; bituminous concrete 
and sheet asphalt, 6,019; Portland cement concrete, 14,656; and 
brick and other block types, 1,862. 

Counties and other local authorities outside of cities ex- 
pended a total of approximately $700,000,000 for road purposes 
divided as follows: Construction $297,000,000, maintenance $284,- 
000,000,, miscellaneous $37,000,000 and interest on bonds $82,- 
000,000. The local authorities also expended $113,000,000 for 
bond retirements and transferred $39,000,000 to the states for 
state road work. 

Comparison of these figures with similar figures for 1929 
shows that there was an increase of 6,000 miles in the rate of 
surfacing roads, and that local road expenditures increased by 
$55,000,000. These figures do not include work done on state 
highway systems. 


TO RECOVER L. C. L. BUSINESS 


A new Missouri Pacific fast freight train, “The Merchandise 
Special,” to speed delivery of less-than-carload shipments be- 
tween St. Louis and Memphis and from St. Louis and Memphis 
to Arkansas, Louisiana and Texas points, is announced by L. W. 
Baldwin, president. The announcement says free pick-up and 
delivery service of less-than-carload shipments will be provided 
within a radius of 300 miles of the point of origin. 

The new train leaves St. Louis at 5:45 p. m., arriving at 
Poplar Bluff at 10:27 p. m., Little Rock 4:07 a. m., Hot Springs 
7:30 a. m., Paragould 1:10 a. m., Nettleton (Jonesboro) 1:40 
a. m., Memphis 5:30 a. m., Hope 7:35 a. m., Texarkana 8:30 
a.m., Pine Bluff 7 a.m., Camden 8:30 a. m., El Dorado 10:30 a.m. 
and Shreveport 11:40 a. m. Merchandise leaves Memphis for 
Arkansas destinations at 8:45 p. m., arriving at Arkansas and 
Louisiana points on the same schedule as the St. Louis train. 
New northward train leaves Memphis at 5:30 p. m., arriving 
Wynne at 7:05 p. m., Nettleton (Jonesboro) 8:40 p. m., Para- 
gould 9:15 p. m., Knoble 10:15 p. m., Poplar Bluff 11:20 p. m. 
and St. Louis 7:30 a. m. From both St. Louis and Memphis 
the new train provides second morning delivery at north Texas 
points, and third morning delivery at south Texas points. 

The train, Mr. Baldwin said, “was inaugurated as a measure 
for recovery of less-than-carload merchandise that has been 
steadily swinging from established rail facilities to other forms 
of transportation.” ; 


POUNDS, NOT TONS 


The name of the motor transport organization described in 
the October 3, Traffic World p. 721, is Motor Express, Inc., 
instead of Motor Transport, Inc., as shown. An error was made 
in the caption of the picture showing the Cleveland terminal 
of the company. It is a large terminal and handles a great 
deal of merchandise freight, but not a million tons each twenty- 
four hours, as stated in the caption. It should have been a 
million pounds. 


MOTOR EXPRESS HIGHWAYS 


Legislation providing for the construction of a great 
national system of express motor highways will be urged at 
the coming session of Congress, according to Senator Frazier, 
of North Dakota, who believes that such work should be under- 
taken not only from a traffic standpoint, but also as an unem- 
ployment relief measure. Express highways, in the opinion of 
the senator, would save money because they would relieve traffic 
congestion. He pointed out that a bill creating a commission to 
study the question of providing for express highways was passed 
by the Senate at the last session of Congress, but that the 
House did not act on it. 


GASOLINE TAX REVENUE 


Gasoline taxes provided, in the first six months of 1931, a net 
revenue of $246,373,000, which is to be used principally for road 
purposes, according to information collected from state authori- 
ties by the Bureau of Public Roads, of the U. S. Department of 
Agriculture. Nearly 7,118,000,000 gallons were taxed, an in- 
crease of 41%4 per cent over the same period last year. 

Consumption of gasoline increased in 36 states and de- 
creased in 12 states. On the basis of the figures for the half 
year it is estimated that the gasoline tax will yield a revenue 
exceeding a half-billion dollars for the full year. 

The tax is now imposed in every state. Only eight states 
increased the rate of tax within the six-month period. Two 
others made increases effective in July and August. 

The total revenue derived was allocated as follows: Con- 
struction and maintenance of state highways, $158,332,000, or 
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64 per cent; for local roads, $48,417,000, or 20 per cent; state 
and county bond payments, $18,860,000, or 7% per cent; city 
streets, $10,157,000, or 4 per cent, and the remainder of $10,- 
a or 4% per cent, for collection costs and miscellaneous 
items. 


GAS-ELECTRIC MOTOR CARS 


An order has been placed by the Missouri-Kansas-Texas 
Lines for two gas-electric motor cars, at a cost of approximately 
$60,000 each. They are to be used in local service on the Texas 
Central branch and will operate daily in each direction between 
Waco and Stamford, Tex., in the place of regular steam trains. 
It is stated that the purchase of the motor cars is in line with 
the railroad’s policy of reducing operating costs. 


INTERSTATE GAS CONTROL 


A plan, in the form of a bill to be introduced in Congress, 
for the control of interstate transportation of gas in wholesale 
quantities, has been prepared by representatives of state com- 
missions and will be presented, without recommendation, to 
the annual meeting of the National Association of Railroad and 
Utilities Commissioners to be held at Richmond, Va., October 20, 
by the legislative committee. The bill is based upon the Capper 
bill, S. 5030, introduced at the last session of Congress. The 
representatives of the state commissions, however, have revised 
the original. The committees that have been working on the 
subject are a committee appointed at a conference of state com- 
missions held at St. Louis, Mo., January 9, and the executive 
and legislative committees of the association. 


A primary aim among the state commissioners has been 
to bring in the federal power for action in a sphere in which 
the power of no state can operate, without depriving the state 
commissions of any of the power they now have. Therefore 
the bill provides that the proposed law shall not be construed 
“in any way to diminish the existing powers of the states to 
regulate rates and service of gas utilities, but the same shall 
be construed as intended only to confer jurisdiction upon the 
commission (proposed, to regulate such wholesale gas business 
in interstate or foreign commerce as is conducted under such 
circumstances as to be beyond the reach of state regulation.” 
The bill further provides that “nothing in this act shall affect 
the powers of taxation of the several states.” 


The bill creates a Federal Gas Pipe Line Commission, com- 
posed of three members of limited jurisdiction. The proposed 
body would be authorized only to regulate the wholesale trans- 
portation of gas sold or to be sold to the public only “so far 
as such rates and service are now subject to regulation by the 
states, saving to the several states their existing jurisdiction to 
regulate the rates and service of gas utilities engaged in the 
sale of gas to consumers within the respective borders of such 
states, and the/transportation of gas wholly within such borders, 
whether or not such sales to consumers be in interstate or 
foreign commerce.” 

The bill also provides for an “agency of the United States” 
to which the proposed Federal Gas Pipe Line Commission may 
refer a complaint respecting the rates of a wholesale gas 
utility. 

This agency, to be known as a joint board, is to be com- 
posed of one representative from each state in which the gas 
covered or to be covered by the rates complained of is produced 
or consumed. The joint board is to have the rights, powers 
and duties conferred upon the proposed commission, except the 
power to make a final order upon a matter that has been referred 
to it. The power to make the final order is to rest in the 
proposed commission. The commission is to have the power 
to suspend any proposed increase. However, the utility pro- 
posing the increase is to have the power to make effective the 
proposed rates, notwithstanding the suspension, upon the filing 
of a bond with the proposed commission assuring refund to 
persons entitled thereto of the amount of the excess if the rates 
so put into effect are finally found to be excessive. 


IRON AND STEEL RATES 


The Commission has authorized Central Freight and Trunk 
Line Territory carriers, on not less than ten days’ notice, to 
publish reduced rates on iron and steel articles for hauls not 
exceeding one hundred miles, in accordance with a scale pro- 
posed by them. This closes a matter that has been under con- 
sideration since June, when the carriers made their application 
so as to meet a situation created in the western part of Trunk 
Line Territory by permission to make short haul rates granted 
by the Pennsylvania commission. The scale has been slightly 
modified to meet fourth section requirements. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Georgia, Division No. 1.) Railroad 
having claim for storage charges only ig bailee for hire—Sea- 
board Air Line Ry. Co. vs. Roberds, 159 S. E. Rep. 742. 

Sale by railroad of property stored to recover storage 
charges must conform to statute for enforcement of liens on 
personality (Civ. Code 1910, sec. 3366).—Ibid. 

Where railway has claim for storage charges only, sale of 
property under statute providing for sale of property refused 
by consignee is illegal and amounts to conversion, subjecting 
railroad to liability for market value of property on date of 
i and defeating lien for storage (Civ. Code 1926, sec. 2757 

.—Ibid. 

Demand on railway held unnecessary, where actual conver- 
sion by railroad was shown.—Ibid. 





(Court of Appeals of Georgia, Division No. 1.) Petition by 
consignor, to whom carrier returned goods rejected because 
damaged, to recover damages against carrier, held not demur- 
ee Coast Line R. Co. vs. Hogrefe, 159 S. E. Rep. 

Recovery by consignor against carrier for damage to goods 
rejected by consignee because of damage in transit held author- 
ized by evidence (interstate commerce act (49 USCA, sec. 1 
et seq.); bill of lading act, sec. 21 (49 USCA, sec. 101).—Ibid. 

Plaintiff in error held entitled to judgment for costs of bring- 
ing case to appellate court and for costs accruing in appellate 
court to be entered on return of remittitur to trial court.—Ibid. 





(Court of Appeals of Georgia, Division No. 1.) Railroad 
held not liable for damage to interstate shipment caused by 
unexpected flood amounting to act of God, without proof of 
negligence (49 USCA, sec. 20, par. 11).—Southern Ry. Co. vs. 
International Vegetable Oil Co., 159 S. E. Rep. 773. 

(Court of Civil Appeals of Texas, Galveston.) In view of 
evidence showing efficient cause of damage was shipper’s negli- 
gently packing plate glass, whether negligent packing proxi- 
mately caused damage held for jury. 

Undisputed evidence showed that staining of glass resulted 
from fact that packing got wet; that shipment was crated, 
packed, and loaded by shipper into open car, crates being of 
such size that they could not be loaded into box car; that, 
while tar paper was nailed across tops of cases in car, sides 
and bottom ends of crates were exposed to weather; and that 
shipment was rained on considerably while transported by 
initial carrier. There was evidence that glass and paper pack- 
ing were wet when reaching intermediate carrier, and received 
further wetting from rain which fell on it while being inspected 
on arrival, and that this wetting caused stain and larger portion 
of damages.—Texas & N. O. R. Co. vs. Binswanger & Co. of 
Texas, 41 S. W. Rep. (2d) 256. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Eighth Circuit.) Owner of land 
held not entitled to compensation for railroad company’s use 
of sidetrack, constructed under contract with predecessor. 

The sidetrack was constructed under contract between rail- 
road and landowner’s predecessor which sold industrial sites, 
reserving the strip on which the sidetrack was located, but 
granting permanent easements for switching purposes therein 
to the purchasers. The landowner had revoked contract with 
the railroad company as permitted therein, but had invited and 
permitted the railroad to continue serving the industries, and, 
while it had consistently claimed compensation for the use of 
the sidetrack, the claim had been consistently denied by the 
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at BUFFALO, RY. 


Ultra-modern warehouses, located in the very heart of the 
wholesale and retail districts, are served by all railroads 
entering the city, Great Lakes steamers and New York 
Barge Canal lines. Suburban auto trucking companies 
maintain offices within the warehouse. Special attention 
is given to pool-car distribution. 

We offer every service that your own branch could furnish 
other than selling the merchandise. 


KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets 


"THEsE five great terminals offer facilities to the merchant 


marine, shippers, distributors and consignees of export and import 
cargoes that are nowhere else available. Centralized management directed 
by executives of long experience in terminal and warehouse operation 


insures a uniform high standard of service throughout the entire chain. 


at PHILADELPHIA 


Here fifteen of the largest ocean cargo carriers can be 
worked simultaneously. Waterside storage is provided 
by two reinforced concrete and steel structures of over 
1,000,000 square feet. There is railroad storage for over 
500 cars. Tracks extend the entire length of all piers. 
The 25-acre yard adjacent to the piers is devoted to the 
storage and distribution of lumber. 

Our negotiable receipts are accepted by all financial insti- 
tutions as best collateral security. 


PHILADELPHIA TIDEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 
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at PHILADELPHIA 


Eleven mammoth warehouses, conveniently located through- 
out the city, provide over 2,100,000 square feet of excellent 
storage space. Each property is served by P. R. R. sidings. 
The Merchants Warehouse Company are the largest op- 
erators of warehouses in Philadelphia and are equipped 
to furnish all kinds of service incident to the handling of 
package freight on L. C. L. shipments. Liberal cash ad- 
vances may be had on stored goods. Insurance rates are low. 


MERCHANTS WAREHOUSE COMPANY 
Malcolm A. Buckey, Assistant Treasurer 
10 Chestnut Street 


AINof TIDEWATER TERMINALS } 


and ALLIED INLAND WAREHOUSES 


at NEW YORK 


Shippers and distributors are offered the facilities of two 
modern, fireproof, double-deck piers, 1320 feet long by 
150 feet wide, located within the free lighterage limits, 
afferding shipments via all railroads. Slips 250 feet wide 
provide quicker docking and undocking, which materially 
speeds arrivals and departures. There are no lighter or 
barge detentions ... no long trucking ... no piling ... 
fireproof storage direct from ship. Storage handling 
charges and insurance rates are unusually low. 


ATLANTIC TIDEWATER TERMINALS — 
George W. Green, Vice-President and General Manager 
17 State Street 


HARVEY Cc. MILLER President 


W.B.MCKINNEY Secretary & Treasurer 
BROAD STREET STATION BUILDING 
PHILADELPHIA. 
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railroad.—Qualify Realty Co. vs. Wabash Ry. Co., 50 Fed. Rep. 
(2d) 1051. 





(Supreme Court of New Mexico.) State corporation com- 
mission has power to fix joint through rates and apportion them 
between participating carriers (Const., art 11, sec. 7).—San Juan 
Coal & Coke Co. vs. Santa Fe, S. J. & N. Ry. Co. et al., 2 Pac. 
Rep. (2d) 305. 

Statute granting railroads power to regulate tolls and com- 
pensation yields to constitutional rate-making power of corpo- 
ration commission (Comp. St. 1929, sec. 116-202, subd. 11; Const. 
art. 11, sec. 7).—Ibid. 

Statute exempting certain railroads from obligations of 
common carriers does not apply to road operating under Cer- 
tificate of convenience and necessity from Interstate Commerce 
Commission (Comp. St. 1929, sec. 116-409; Const. art. 11, sec. 7). 
—Ibid. 

Order of corporation commission establishing railroad rates, 
if supported by substantial and satisfactory evidence, will be 
enforced (Const. art. 11, sec. 7).—Ibid. 

Comparison with other rates fixed on same commodity for 
comparable distances may make prima facie case of unreason- 
ableness of rates attacked.—Ibid. 

Carrier’s evidence to rebut prima facie case on reasonable- 
ness or unreasonableness of rates made by comparison with 
other rates, should furnish measure of difference and means 
of arriving at weight to be given difference.—Ibid. 


COAL REPARATION SUIT 


The federal court for the western district of Pennsylvania 
has dismissed equity No. 1758, Carnegie Steel Co. vs. United 
States and Interstate Commerce Commission, on the ground 
that the order of the Commission which the steel company 
sought to have set aside was a negative one and therefore fell 
under the rule laid down in the late decision of the Supreme 
Court in Standard Oil Co. vs. United States, 283 U. S. 236. The 
steel company wanted to have .the order set aside on account 
of the large amount of reparation it had asked on account of 
alleged unreasonable rates on coal it paid for supplies it ob- 
tained, in the period of a strike in the spring of 1922, from 
mines in Kentucky, Virginia and West Virginia. The rates 
were combinations. The steel company claimed $240,574.10. That 
was the difference between the combinations paid and the joint 
rates the railroads established when the steel company called 
upon them to establish joint rates on the unusual haul of coal 
from mines in the states mentioned to Munhall, Pa. 

Combination rates from Ohio mines were also attacked’ as 
unreasonable. The Commission held the Ohio rates unreason- 
able and awarded reparation, by the Pennsylvania, of $9,018.25. 
It found the rates from the more distant mines not unreason- 
able and dismissed the complaint. The steel company con- 
tended that the dismissal was made arbitrarily and without 
evidence. Judge McVicar, who delivered the opinion, said that 
that claim could not be sustained. He said that there was 
evidence and that the dismissal was not arbitrarily made. He 
said that if the claim of the plaintiff was for damages under 
section 9 of the interstate commerce act, then the jurisdiction 
of the Commission was exclusive, it having decided the plain- 
tiff’s claim before the filing of the bill in this case. 


MOTION TO ADVANCE GRAIN CASE 


The Supreme Court of the United States, October 5, received 
a motion on behalf of the parties to the case to advance the 
grain rate case, A. T. & S. F. et al. vs. U. S. et al., for early 
hearing. This is the suit to set aside the Commission’s Hoch- 
Smith grain decision. 


PRACTICES OF RAILROADS 


The executive committee of the National Industrial Traffic 
League unanimously decided that the League be represented by 
counsel at the hearings in Ex Parte No. 104, part 2, terminal 
services of Class I carriers, at Pittsburgh, Detroit and Chicago, 
scheduled at those places October 5, October 26 and November 
10, respectively, and such other places as the president and the 
chairman of the executive committee and counsel may deem nec- 
essary, “with the understanding that the authority of counsel 
be limited to dealing only with car spotting, reciprocal switching 
and trap (ferry) car service, in conformity with previous action 
by the League.” 

In connection with notifying members of this action of the 
executive committee, J. H. Beek, executive secretary, said the 
hearings thus far seemed to have developed along the lines of a 
terminal charge for the placing of cars upon private sidings for 
unloading; in other words, a car spotting charge. He said the 
League had already considered the subject of a car spotting 
charge pretty thoroughly “and the attitude of our membership 
at that time—1920 and 1921—-was unanimously opposed to a car 
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spotting charge and the division of the charges in the line-haul 
and terminal service.” 

Attention was directed by Mr. Beek to the fact that the 
Commission wished to hear from shippers and others as well as 
railroads in its Ex Parte 104 inquiry. He sent to members a 
reproduction of the Commission’s notice of information to be 
sought at the hearings in part 2 which was published in full 
in The Traffic World of August 22, p. 387. 


New York Hearing 


The hearing in Ex Parte No. 104 at New York took such a 
turn as to suggest to representatives of shippers that, in effect, 
the case was being developed into another hearing on car 
spotting. It was brought out in the cross-examination of Maurice 
Williams, a D. L. & W. witness, that the Lackawanna, in a num- 
ber of instances paid shippers for the spotting of cars at steel 
and iron plants not on the rails of the Lackawanna. The ar- 
rangement was to have the New York Central or some other 
carrier switch for the Lackawanna to the industrial plant, the 
latter absorbing that charge and then making an allowance to 
the industry for the spotting because the trunk lines could not 
do the spotting. Mr. Williams admitted that the Lackawanna 
could not get to the plant with its own power under the arrange- 
ments in existence at the time. In that way only could it get 
some of the tonnage, he said. 

A policy of the New York Central absorbing switching at 
both ends of a haul was also brought out, the New York Central 
witness saying that that was part of the policy which had 
brought manufacturing to the parts of New York served by the 
New York Central. The policy, he said, was to give industries 
in New York Central territory the benefit of competition by 
different lines. In behalf of the Lackawanna it was asserted that 
its practice was established in Railroad Administration times. 
In the course of testimony in respect of allowances to the North- 
ampton & Bath, on which enormous quantities of cement are 
produced, a railroad witness wanted to know whether, if trucks 
were allowed to carry cement originating on one railroad to an- 
other why a railroad could not hire the Northampton & Bath, at 
twenty cents a ton, to bring cement to it for line-haul services. 

It was testified that allowances were calculated by railroad 
committees so that they would not be unfair to the railroad pay- 
ing them or to its competitors. 


EX PARTE 103 BRIEFS 


The American Farm Bureau Federation has filed with the 
Commission a brief protesting against any increase in freight 
rates being authorized in Ex Parte 103. It asks that if an 
increase is authorized, that products of agriculture and commod- 
ities necessary to agriculture, be exempted. The federation takes 
the position that agriculture is prostrate and cannot bear in- 
creased transportation charges. 


LIVE STOCK ORDER MODIFIED 


In No. 17000, part 9, live stock, the Commission has modi- 
fied its order so as to require the establishment of the rules, 
regulations, minimum weights, practices, and rates prescribed 
on or before January 25, 1932, on not less than 20 days’ notice, 
instead of October 27. 


SUSPENDED TARIFFS 


In I. and S. No. 3643, the Commission has suspended from 
October 15, until May 15, schedules in supplement No. 128 to 
Chicago, Rock Island & Pacific, I. C. C. No. C-11723. The sus- 
pended schedules propose to cancel the commodity rates and 
apply in lieu thereof higher class rates on empty returned 
carriers, such as metal barrels, drums, etc., between points in 
Oklahoma, on the one hand, and points in Colorado, New Mexico 
and Wyoming, on the other hand. 


CHANGES IN DOCKET 


No. 24465, shown under date of October 7 at Milwaukee last week, 
should have appeared under date of October 23, Chicago, III. 

Under date of October 10 at Omaha, No. 24467, and Sub. 1, were 
shown. The sub. number should have been stricken out. 

Hearing in No. 24515, Wm. E. Jordan & Bro. vs. C. R. R. of N. J. 
et al., assigned for October 6, at New York, N. Y., before Examiner 
Cassidy was postponed to a date to be hereafter fixed. 


RAIL WAGE STATISTICS 


Class I railways the middle of July had 1,309,793 employes 
to whom compensation for that month totaled $183,864,067, ac- 
cording to wage statistics compiled from carrier reports by 
the Bureau of Statistics of the Commission. Compared with 
the returns for July last year the number of employes in July 
this year showed a decrease of 221,918, or 14.49 per cent. The 
total compensation showed a decrease of $34,021,066, or 15.61 
per cent. 
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OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


In spite of fairly active interest in berth tonnage for grain 
shipments in the last few days, the full cargo grain trade has 
had few fixtures reported and was barely able to maintain the 
previous advance in rates to a 714-cent basis from Montreal to 
Antwerp-Rotterdam. Tonnage continues ample for all needs. 
The violent fluctuations in the exchange rate continue to be a 
handicap to business. 

Among the fixtures reported was an Italian steamer which 
took a cargo from Montreal to Marseilles, Genoa, Leghorn and/or 
Naples on the basis of 11 cents one, 11% cents tw6 and 12 cents 
three ports of discharge for end October-early November loading. 

Interest in West Indies time charters has revived some- 
what and two fixtures for prompt loading were reported. Other 
trades remain virtually as last reported. 

A poor month for the full cargo trades is noted in the 
General Steamship Corporation’s Pacific freight market letter. 
Shipowners have contented themselves with holding off and 
awaiting the movement of the wheat sold by the Farmers’ Na- 
tional Grain Corporation to China, and this acted as a check 
on the activity of the previous month. Abandonment of the 
gold standard has also caused difficulty on the Pacific coast. 

The movement of 450,000 tons of wheat to China is sched- 
ued to begin this month and will be spread over the period from 
October to March of next year. The Nanking government, 
which has the handing of the freighting, has invited tenders 
for the transportation of the entire amount in approximately 
equal monthly shipments. It is not thought that rates will 
advance materially, if at all, as the tonnage available appears 
ample to take care of the movement. 

In the lumber market, rates to China and Japan have 
dropped from last month’s levels to $5 and $5.50 for prompt 
loading, with only one or two fixtures having been reported. 
It is thought that when the floods in the Yangtze River recede 
there will be a new demand for lumber cargoes in this direction. 
In the Australian trade the report that a Japanese steamer had 
been fixed for lumber has been confirmed, the rate said to be 
$10 per thousand feet, instead of $9, as previously reported. 

To encourage a greater movement of cotton from Arizona 
and California to Europe via the Pacific coast ports, the Pacific 
Coast-European Conference has adopted a schedule of rates 
from San Francisco, effective immediately as follows: An 
emergency contract rate to April 30, 1932, of 50 cents a hundred 
pounds without any space guarantee. (High density.) Contract 
rate to May 31, 1932, of 60 cents a hundred pounds, with usual 
space guarantees. (High density.) Non-contract rate of 75 cents 
a hundred pounds. (High density.) Rates to Mediterranean 
ports, 10 cents a pound higher. 


At a meeting of the North Atlantic Spanish Conference it 
was decided to make the port of Valencia a base port; conse- 
quently direct rates will apply effective from October 1. The 
first steamer affected by the new ruling will be the Spanish 
Transatlantic liner Marques de Comillas, sailing October 10 
from New York. . 


The Munson Steamship Line announces that, effective Octo- 
ber 10, the McCormick Steamship Company will carry on oper- 
ations of the Munson-McCormick Line’s intercoastal services, 
with offices in New York, Philadelphia and Baltimore. Here- 
tofore the Munson Line had represented the service at New 
York and it will continue to represent the company at Pittsburgh 
and Chicago. 

Intercoastal operators conferred last week in New York 
to consider a proposal from Pacific coast lumber interests that 
the steamship companies curtail their lumber-carrying space 
so as to protect shippers paying the prevailing rate of $10 a 
thousand feet. 

It igs understood no definite agreement was reached, but 
many of the representatives of the carriers were said to look 
with favor on the plan, as it would guarantee them the pre- 
vailing rate, which has been extended until next January. 

With more space in the trade than is needed, regular ship- 
pers are reported to feel they should receive assurances that 
the carriers will not accept lumber under existing rates until 
they expire in January. It was pointed out that, if some of 
the lines dropped the rates by $2 or $3, it would enable com- 
peting companies to ship their output to the Atlantic coast 
and undersell those companies which must take the $10 rate 
into consideration when selling their stock. 
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One operator said the great problem would be the working 
out of a plan to curtail effectively the carrying space. He 
declared this could be done either by the companies laying up 
part of their fleets or agreeing to handle only a stipulated num- 
ber of thousand feet a voyage. 

In this connection it is reported the general cargo lines 
may reach an agreement on restoring the old United States 
Intercoastal Conference within sixty days. 

The United States Atlantic and Gulf-West Coast of Mexico 
and South America Conference has established a commodity 
rate of 35c per cubic foot on cereal food preparations, n. o. s. 
(excluding oatmeal), from shipside New York and (or) New 
Orleans to West Coast Central America ports, effective as of 
October 5. 


WATER CARRIER AGREEMENTS 


The following agreement filed in compliance with section 15 
of the shipping act of 1916 has been approved by the Shipping 
Board: 


Swedish-Baltic North Atlantic Freight Conference, of which the 
following lines are members: American Scantic Line, Hafnia Damp- 
skibselskab A/S, Rederiaktiebolaget Helsingborg, Rederiakiebolaget 
Transatlantic, Svenska Amerika Mexiko Linien, Transmarin A/B, 
Unterweser Reederei A/G, and Wilh. Wilhelmsen. Under the terms 
of the agreement the lines agree to assess freight charges in the trade 
from Swedish-Baltic ports north of Stockholm to all United States 
north Atlantic ports strictly in accordance with the rates, regulations 
and charges to be adopted. Unjust discrimination is prohibited, as is 
also the making of any discounts, rebates or returns to shippers, 
brokers or receivers of cargo other than address commissions and 
brokerages. Conference action within the purpose and scope of the 
agreement is to be governed by rules and regulations to be adopted 
by the members, and deliberate breach of such rules and regulations 
is to subject the offending member to payment of a penalty to be not 
less than 50 cents per ton nor more than $1 per ton on quantity of 
cargo carried as a consequence of the breach, the exact amount of the 
penalty to be determined by majority vote of the members. Penalties 
assessed under the agreement are to be divided in accordance with 
decision of the lines in conference and payment of penalty is not to 
affect the release of any member from the agreement. The agreement 
is to remain in force until December 31, 1932, and from year to year 
thereafter subject to six month’s notice of withdrawal by any mem- 
ber. Any owner operating vessels regularly in the trade is eligible to 
admission to membership upon unanimous agreement of the other 
members, but no applicant is to be denied admission without just 
and reasonable cause. 


FAILURE TO FILE WATER TARIFFS 


Though finding that the repsondent was subject to its 
requirements with respect to filing of tariffs, the Shipping Board, 
in a decision in Formal Investigation Docket No. 74, in re 
Baltimore-New York Steamship Company, has discontinued the 
proceeding because the respondent has ceased operations. 

The investigation was instituted because the respondent, 
engaged in transportation of freight between Baltimore and 
New York, had not filed with the board its maximum rates and 
charges. It was developed, according to the board’s report, that 
the company was incorporated under the laws of Maryland, 
and, on January 17, 1931, with one steamship purchased from 
the United States Coast Guard, began a common carrier service 
by water between Baltimore and New York. 

The president of the company, according to the report, tes- 
tified that, having no experience in the steamship business, he 
entrusted the entire management of the company to two em- 
ployes whom he believed to have had such experience. The 
vessel of the company made its last trip on or about April 10, 
1931, according to the testimony and the common carrier opera- 
tions of the company have ceased, “due, according to the sworn 
testimony of the witness (the president of the company) to the 
unprofitable nature of the enterprise and to the fact that the 
company was ‘practically in the hands of a receiver.’’’ The board 
said the company’s only substantial asset, consisting of the one 
vessel, was sold by a United States marshal on May 19, 1931, 
under a libel to foreclose a preferred mortgage, since which 
time the company had had no interest whatsoever in that or 
any other vessel. 


FLOUR AND GRAIN FROM GULF PORTS 


A request of the Mississippi Shipping Company that it be 
permitted to eliminate monthly sailings of vessels of the Delta 
Line from the port of Galveston until such time as the embargo 
on wheat flour imported to Brazil has been lifted by the 
Brazilian government has been granted by the Shipping Board. 
The board provided, however, that this change should continue 
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for no longer than 18 months from October 1, 1931. The service 
from Galveston was provided for in the contract under which the 
Delta Line was sold to its present owners. 

The board has granted a request of the Waterman Steamship 
Company for permission to lift grain at New Orleans and Texas 
ports for continental European and United Kingdom ports, in the 
last half of October, provided the consent of other American 
lines in the trade is obtained. The board said it took this action 
to assist in the seasonal movement of this commodity from the 
gulf region. 


MERCHANT MARINE CONFERENCE 


Resolutions advocating abolition of the army and navy 
transport systems and the government owned and operated 
Panama Railroad Steamship Line were adopted October 6 by 
the national standing committee on the merchant marine, of 
which T. V. O’Connor, chairman of the Shipping Board, is chair- 
man. This committee was authorized by the Fourth National 
Conference on the Merchant Marine that was held in Wash- 
ington last January, to study the several recommendations made 
to the conference and to take such action as would be necessary 
to put recommendations into effect if approved. 

The standing committee also adopted resolutions in favor 
of tax exemption on American vessels operating in foreign trade, 
provided the deductions on taxable incomes derived from op- 
erating profits were devoted to new construction in American 
yards, and in favor of imposition of restrictions on foreign ves- 
sels departing from American ports on cruises to “nowhere.” 

The committee received reports from subcommittees on 
methods of increasing patronage for American ships, adequate 
mail pay for high-speed ships, safety of marine workers, Pan- 
ama Canal tolls of measurement, safety of life at sea, proposals 
of railroads for ownership of water carriers and regulation by 
the Interstate Commerce Commission, construction of naval 
vessels in private American yards, and cost differential in op- 
eration of United States vs. foreign ships. 

These reports of subcommittees were not made public. It 
was stated at the Shipping Board’s office that they would not 
be made public until the main committee had decided whether 
or not it would approve them. 

The next meeting of the standing committee will be held 
on December 3, when reports will be received from subcom- 
mittees on government aid to cargo ships not benefited by mail 
contracts and foreign competition in indirect trade, which re- 
ports were not completed in time for presentation at this meet- 
ing. Members of the committee who attended the meeting were: 
T. V. O’Connor, chairman, Shipping Board! H. B. Walker, pres- 
ident, American Steamship Owners’ Association; H. Gerrish 
Smith, president, National Council of American Shipbuilders; 
George A. Marr, vice-president, Lake Carriers’ Association; 
Robert C. Tuttle, manager, marine department, the Atlantic 
Refining Company; Malcolm M. Stewart, chairman, Middle West 
Foreign Trade Committee; Joseph T. Lykes, president, Lykes 
Brothers Company, Inc. 


SEATRAIN MAIL BID 


Bids for the operation of an ocean mail route between New 
Orleans, La., and Havana, Cuba, have been opened in the office 
of Assistant Postmaster-General W. Irving Glover. The only bid 
received was from the Seatrain Lines, Inc., of New York City. 
The concern submitted a bid of $4 a nautical mile for vessels 
of Class 5. If additional vessels are to be used in the service 
the corporation will supply vessels of Class 6 at $2.50 a mile; 
vessels of Class 5 at $4 a mile; vessels of Class 4 at $6 a mile, 
and vessels of Class 3 at $8 a mile. 

The contract, which is for a ten-year period, will begin on 
a date optional with the contractor, but not earlier than January 
1, 1932, or later than one year from the date of the award of 
the contract. 

The successful bidder will be required to operate in per- 
formance of service on this route cargo vessels of Class 5, 
capable of carrying not less than 90 railroad cars and of main- 
taining a speed of 13 knots at sea in ordinary weather and of 
a gross registered tonnage of not less than 6,500 tons. The 
contractor shall construct in American shipyards two new cargo 
vessels of Class 5, capable of carrying 90 railroad cars and 
maintaining a speed of not less than 14 knots, with a gross reg- 
istered tonnage of not less than 6,500 tons. The new vessels 
are to be placed in service not later than the end of the second 
year of the contract term. 


RECIPROCAL SHIP INSPECTION 


With the signing of the United States-Italian reciprocal ship 
inspection treaty, seventeen maritime governments of the world 
now have agreements with the United States, thus facilitating 
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international commerce, according to Dickerson N. Hoover, chief 
of the Commerce Department’s steamboat inspection service. 

Under the reciprocal agreements foreign ships entering 
United States ports with certificates of inspection from their 
own governments will not have to undergo the long and thorough 
scientific inspection given to United States ships, which are 
necessary to prevent loss of life and property at sea. At the 
same time, Commerce Department inspectors do thoroughly 
examine the ship in order to determine if conditions on the 
vessel at that time coincide with those outlined in their certifi- 
cates of inspection from their own governments, according to 
the department, which adds: 


Since the basis of reciprocal treaties is mutual confidence, it is 
assumed that the certificates of inspection given by the home govern- 
ments to their ships indicate that their ships have been accorded the 
type of inspection which approximates the standard prevailing in the 
United States. 

The governments with which the United States have such re- 
ciprocal treaties are as follows: 

Australia, Belgium, the ea cggge of Bengal, 
mark, Dominion of Canada, France, Germany, Great Britain, Hong 
em 2 Italy, Japan, Netherlands, New Zealand, Norway, Spain and 
Sweden. 

Mr. Hoover stated that there were at present no negotiatons 
along similar lines with any other foreign government. 

The inspections accorded by the commerce department’s steam- 
boat inspection service is comprehensive, and includes physical ex- 
amination of practically every part of the ship, such as the boilers, 
and attachments, life-boats and their equipment and the davits, life 
buoys and preservers, fire-extinguishing apparatus, safety pumps 
and safety valves, distress lights for ships and life boats, motion pic- 
ture projectors and booths and other equipment on the vessels. 


Bombay, Den- 


NAVY AND MERCHANT MARINE 


The Navy Department has designated Capt. John Downes, 
U. S. N., as liaison officer between the navy and the merchant 
marine for the purpose of furthering cooperation between the 
two sea services flying the American flag. The office has been 
established, according to the Navy Department, for the purpose 
of studying the operation and management of the merchant 
marine so that the navy may be well informed of the needs 
of the merchant shops and of their personnel and that American 
merchant marine builders, managers, operators and sea-going 
personnel may, in their turn, cooperate with the navy in its 
task of protection. 


SHIPPING BOARD TARIFF RULE 


A resolution amending its tariff regulations governing filing 
and publication of maximum rates, fares and charges of com- 
mon carriers by water to require that such rates be on file for 
public inspection at the Shipping Board not later than the day 
on which the transportation to which they relate is begun has 
been adopted by the board. It was the understanding that tariffs 
would be so filed, but up to the time the board adopted the 
resolution there was no specific reguation on that point. 


RADIOBEACON NAVIGATION 


The application of radiobeacon signals to the safe naviga- 
tion of passenger and cargo vessels is described in a new 
pamphlet issued by the Lighthouse Service, of the Department 
of Commerce. Outlining its system of radiobeacons, covering 
all coasts of the United States, and explaining the manner in 
which such signals are broadcast, the Lighthouse Service goes 
on to illustrate the many applications of such signals to navi- 
gation. Originally designed to aid vessels in time of fog, radio- 
beacons have now come to be recognized as all-weather aids 
to navigation, and also as having special significance in rescue 
and other emergency work. 

This publication may be obtained from the Lighthouse Serv- 
ice or from the Superintendent of Documents, Washington, D. C. 


LIGHTERAGE CASE BRIEFS 


On petition of defendants and New York shipping interests, 
the Commission, in No. 22824, State of New Jersey vs. New York 
Central et al., and cases grouped therewith, has extended the 
time for the filing of briefs from October 15 to November 16 
and the time for the filing of reply briefs from November 16 to 
December 16. 


ASSOCIATION OF PORT AUTHORITIES 


Under “Ocean Shipping Developments,’ a dispatch from 
New York, in the October 3 Traffic World, p. 729, nominations 
to office in the Atlantic Deeper Waterways Association were 
shown. There were a number of errors in names and the or- 
ganization named should have been the American Association 
of Port Authorities, which elected the following officers, at its 
twentieth annual convention at Philadelphia, September 29: 
President, Walter B. Allen, president of the Los Angeles Harbor 
Commission, succeeding Martin W. Oettershagen, harbor master 
engineer at Chicago; vice-presidents, Edward L. Cousins, To- 
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ronto; Billings Wilson, New York, and J. R. Wait, Houston; 
secretary, Tiley S. McChesney, New Orleans; treasurer, F. C. 
Marron, Seattle; executive committee, Mr. Oettershagen, Mr. 
Cousins, and Mr. Wait. The three members of the executive 
committee and the following compose the board of directors: 
Major General Lytle Brown, chief engineer, U. S. Army; Colonel 
A. E. Dubuc, Ottawa; Colonel George B. Lamping, Seattle; Frank 
G. White, San Francisco; Collins B. Allen, Camden, N. J.; W. 
Scott Hammond, Beaumont, Tex.; William George Bruce, Mil- 
waukee, and Colonel J. S. O’Meara, Quebec. 


COMMERCE IN U. S. VESSELS 


In the seven months ended with July, American vessels 
carried, by value, 37 per cent of the domestic exports and 34.7 
per cent of the general imports, in the water-borne foreign 
commerce of the United States, according to the monthly sum- 
mary of foreign commerce issued by the Department of Com- 
merce. For the corresponding period of 1930 the percentages 
were 36.6 for exports and 34.2 for imports. For July the per- 
centages were 35.9 for imports and 36.6 for exports, as com- 
pared with 35.8 for imports and 36.6 for exports in July, 1930. 


U. S. LINES’ VESSEL TRANSFER 


Substitution of the former U. S. army transport Somme for 
the George Washington in the New York-Hamburg service of 
the United States Lines, beginning with the sailing scheduled 
for October 21, has been authorized by the Shipping Board. 
The George Washington will be taken out of service and placed 
in lay-up at the conclusion of her present voyage. The name 
of the Somme has been changed to American Importer. The 
vessel is of the same type as the American Merchant and other 
ships operating on the American Merchant Lines. 


GALVESTON STEAMSHIP SERVICE 


Announcement is made by Furman B. Pearce, southern man- 
ager for Norton, Lilly and Co., New Orleans, that regular steam- 
ship service will be promptly established from Galveston to far 
east ports via the Isthmian Line; to Bombay via the American- 
India Line, and to far east ports via the last mentioned line. 
R. L. O’Brien has been appointed local manager for Texas ports, 
with headquarters in Galveston. 


LEVIATHAN REMEASURED 


Remeasurement of the Leviathan, with the result that it 
may effect a saving of about $40,000 a year in tonnage dues at 
Southampton, has been made by officials of the Bureau of Navi- 
gation of the Department of Commerce, but has not been finally 
approved by the department, according to information obtained 
from the bureau October 7. It was reported that the remeasure- 
ment would reduce the gross register of the vessel from 59,956.65 
tons to 48,590.74 tons and the net register from 27,698 tons to 
15,801 tons. The Leviathan is the second longest ship in the 
world, the British liner Majestic occupying first place in that 
respect. The gross register of the Leviathan, under the reported 
remeasurement, places it in fifth place. It has been claimed 
from time io time that the Leviathan was the largest ship in 
the world, but the same claim has been made by the British for 
the Majestic. Both the Leviathan and the Majestic are ex-Ger- 
man vessels. The tonnage of a ship may vary from time to 
time by the amount of space that is available for cargo, pas- 
sengers, crew, fuel, etc. 


AMERICAN SHIPBUILDING 
American shipyards, September 1, were building or under 
contract to build for private shipowners 88 vessels aggregating 
299,471 gross tons, compared with 100 vessels aggregating 
325,620 gross tons on August 1, according to the Department of 
Commerce. Twenty-one of the vessels were seagoing steel ves- 
sels of 1,000 gross tons and over, aggregating 260,834 gross tons. 


IMPROVEMENT OF WATERWAYS 


Approval of allotments of $170,000 for the Missouri River, 
Kansas City to the mouth, and of $20,000, Kansas City to Sioux 
City, has been announced by the War Department which says: 





The projects for improvement of the Missouri River between the 
mouth and Kansas City, and between Kansas City and Sioux City, 
provide for a channel 6 feet in depth, to be secured by bank revet- 
ment, permeable dikes to contract and rectify the waterway, removal 
of snags and occasional dredging. Construction operations under the 
project have been actively carried on with a view to securing a 
navigable channel of six feet in depth at the earliest practical date. 

The district engineer at Kansas City now reports that the addi- 
tional sum of $170,000 can be profitably applied to initiate work under 
continuing contracts at 17 different localities in the section of the 
river between Kansas City and Hermann, Missouri, and that the sum 
of $20,000 can be similarly applied for work in the section of the river 
between Kansas City and Sioux City. It is to the interests of com- 
merce and navigation that funds be provided at this time, in order 
that the work can be advertised with a view to entering into contract, 
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and thus affording contractors ample time to assemble their plant and 
make an early start on the work in the spring of 1932, with a view to 
completion of the work prior to the June rise of 1932, thereby aiding 
the effectiveness of the proposed work before the low water season 
of next year. 

Commerce on the Missouri River during the calendar year 1930 
was as follows: Missouri River, Kansas City to the mouth, 1,828,438 
tons valued at $12,434,588; Missouri River, Kansas City to Sioux City, 
379,759 tons valued at $2,352,705. 


Major General Lytle Brown, chief of engineers, U. S. army, 
has authorized surveys of the following waterways under the 
river and harbor act: Vineyard Haven Harbor, Mass.; cutoff 
channel off Perth Amboy, N. J., to connect Raritan River chan- 
nel with southerly end of Arthur Kill; Saline River, Ill.; Black 
Rock Channel and Tonawanda Harbor, N. Y.; Buffalo Harbor, 
Buffalo River, and Buffalo Ship Canal, N. Y.; Chickasaw Créek, 
Mobile county, Ala.; and survey of coast of Island of Hawaii, 
with particular reference to Honuapo. Kailua, Kawaa, and Puna- 
luu, with view to establishment of one or more safe and adequate 
harbors. 

Colonel George M. Hoffman, corps of engineers, has been 
appointed a member of the Board of Engineers for Rivers and 
Harbors, succeeding Lieutenant-Colonel Warren T. Hannum. 


BARGE LINE OPERATING RESULTS 


The Traffic World Washington Bureau 


The government barge lines had a net income of approx- 
imately $150,000 for the first seven months of this year, accord- 
ing to Major General Ashburn, chairman of the Inland Water- 
ways Corporation. 

“We are making money,” said General Ashburn. “We ex- 
pect to continue to make money. In addition, we have $3,000,- 
000 of the $10,000,000 Congress voted us three years ago in 
reserve.” 

Shippers are using the government barge services because 
they are seeking the cheapest means of transportation, in the 
opinion of the government barge officials. 

General Ashburn said he did not expect to ask Congress for 
additional money. As to the government getting out of the 
barge line business, he did not believe the time had arrived for 
transferring the barge lines to private capital. 

“It might undo all the good we have done,” said he. “The 
barge line is not yet firmly enough established.” 

The general pointed out that the law provided for extension 
of the barge services to the Missouri and Illinois Rivers. Partial 
service has been established on the Illinois River, but the 
service has not yet been extended to the Missouri River. 

Forty new barges have recently been acquired by the gov- 
ernment barge lines. Bids for two new tow boats will be asked 
shortly. 


IMPROVEMENT OF BALTIMORE HARBOR 


The War Department has announced approval of an allot- 
ment of $103,000 for widening the channel of Baltimore Harbor, 
Md. 


PANAMA CANAL TOLLS 


The Secretary of War has been advised by the acting gov- 
ernor of the Panama Canal that 396 commercial vessels tran- 
sited the canal in September. Tolls collected on the vessels 
aggregated $1,820,735.76. In August the number of commercial 
transits was 390, and the tolls, $1,770,202.71. For the six months 
ended with September the number of transits was 2,473, and 
the tolls, $11,198,786.95, as compared with 2,857 transits, and 
tolls of $12,814,501.95, for the corresponding period of 1930. 


ST. LAWRENCE WATERWAY 


Formal announcement that negotiations between Canada and 
the United States on the St. Lawrence lakes-to-sea waterway 
will be initiated at once has been made by the State Department. 

“Negotiations,” said the department in a statement issued 

October 7, “between the governments of the United States and 
Canada looking to the framing of the treaties for the develop- 
ment of the St. Lawrence seaway will be initiated at once. The 
Canadian government has expressed the opinion that in the 
initial stages of the negotiations progress would be more defi- 
nitely assured by direct and verbal exchange of views between 
the two governments, and President Hoover has agreed to this 
procedure.” 
’ President Hoover, it is understood, originally favored the 
appointment of commissions by the two countries to reach an 
agreement covering the joint undertaking, but the Canadian 
government preferred direct negotiations along the lines usually 
followed in the formulation of treaties. 

In the last year there have been reports from time to time 
that negotiations relative to the framing of treaties actually 
were in progress, but as late as August 19 the State Department 
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formally announced that such negotiations had not yet been 
undertaken. At that time it was stated that, for important 
reasons of its own, the Canadian government had not so far 
been in a position to undertake these negotiations and that the 
United States must naturally await the convenience of the 
Canadian government. 


EASTERN CANSOLIDATION PLAN 


(Continued from page 768) 
public efficiently and economically and to coordinate their services 
with waterways, highways, airways and other modern means of 
transportation. 

(10) Four systems would assure more effective competition than 
a greater number of systems: In addition to their physical and 
financial strength the four systems proposed would be well articu- 
lated and reasonably balanced with one another and would thus 
assure a greater amount of actual and effective competition than 
would be possible with any number of systems in eastern territory 
greater than four. 

As declared in the letter of January 2, 1931, from the Presidents 
of the applicants to the Commission, the agreement set forth in that 
letter in respect of the four-system plan is interdependent and could 
not have been reached upon any different basis of allocation. Prob- 
ably no single one of the groups herein proposed is exactly what those 
interested in the group would wish it to be. In order to reach a 
common understanding it has repeatedly been necessary for all of the 
interests involved to make concessions. It is believed, however, that 
each of the systems resulting from the suggested grouping will be 
able to operate more efficiently and serve the public better than the 
same number of miles operated in a less coordinated manner as at 
present. The applicants accordingly say that they are unable to 
present any other changes or modifications than those herein pro- 
posed. In their judgment the proposed four-system plan is pre- 
eminently the best solution of the problem of railroad consolidation 
in the eastern territory of the United States, excluding New England, 
which can be effectuated. 

The applicants propose, if and when the Commission shall 
approve the changes and modifications in and to its plan of December 
9, 1929, prayed for in this application, so as to provide for the incorpo- 
ration in said plan of the four-system plan herewith presented, to 
proceed with the formation of unified systems pursuant to said four- 
system plan in accordance with such applicable provisions of law 
as may at the time be in force and under such rules and regulations 
and on such terms and conditions as may be definitely submitted 
to and found by the Commission to be just and reasonable in the 
premises. 


If the Commission, after hearings, accepts the amendment 
to the plan, the next development will be the filing and hearing 
of separate applications for unification or consolidation of the 
various railroads assigned to the various groups. It is pointed 
out that in each of these cases, it will be necessary for the 
railroads to make a showing that the acquisitions or consolida- 
tions proposed would be in the public interest and that the 
terms proposed are just and reasonable. 

The acceptance of the four-party principle by the Commis- 
sion, it is further pointed out, will not consolidate any prop- 
erties or authorize the acquisition of properties. It is pointed 
out that if the Commission, in making a decision, should realign 
the allocations in a manner different than proposed by the 
railroads in their application, the railroads will not be bound 
to the allocations upon which they have agreed, and such action 
by the Commission would throw the whole thing back into the 
field of further negotiation. 

Principal Acquisitions 

As proposed by the applicants, the four systems would be 
made up principally as follows: 

Baltimore & Ohio as at present, and to which would be added: 
Ann Arbor, Atlantic City, Buffalo and Susquehanna, Buffalo, Roches- 


ter & Pittsburgh, Jersey Central, Reading, Western Maryland, Chicago 
and Alton, Lehigh and Hudson River, and Monon. 


The Baltimore and Ohio, by authority of the Commission, 
has the Buffalo and Susequehanna, the Buffalo, Rochester and 
Pittsburgh, and Chicago and Alton. It owns the controlling 
stock of the Western Maryland, but has been ordered by the 
Commission to divest itself of it under the Clayton law. This 
leaves to be acquired: The Ann Arbor, a subsidiary of the 
Wabash, the Lehigh and Hudson River, the Atlantic City, the 
Jersey Central, and the Reading. Since the Jersey Central 
and the Atlantic City are subsidiaries of the Reading, acqui- 
sition of the Reading will cover the latter three. The Baltimore 
and Ohio owns 47 per cent of the stock of the Reading. This 
makes the Baltimore and Ohio system, as proposed, almost com- 
plete, it is pointed out. 


Chesapeake & Ohio as at present, which has absorbed the Hock- 
ing Valley, and to which would be added: Nickel Plate, Pere Mar- 
quette, Erie and subsidiaries, Bessemer and Lake Erie, Chicago and 
Eastern Illinois, Wheeling and Lake Erie, and Lehigh Valley. 


The Nickel Plate, Pere Marquette and Erie already are Van 
Sweringen owned lines. The Chicago and Eastern Illinois is 
under option. The Wheeling and Lake Erie is controlled by 
the Nickel Plate, although its voting stock is trusteed under a 
Clayton act proceeding to make the Nickel Plate divest. This 
leaves only the Bessemer and Lake Erie and the Lehigh Valley 
to be acquired, in event of approval of the acquisitions. 
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Pennsylvania Railroad as at present and to whieh would be added: 
Long Island, West Jersey and Seashore, Detroit, Toledo and Ironton, 
Wabash, and Norfolk and Western. 


The Detroit, Toledo and Ironton is controlled by the Penn- 
road Corporation. The Long Island and West Jersey are con- 
trolied by the Pennsylvania, which also has interests in the 
other two roads. 


New York Central as at present, and to which would be added: 
Lackawanna, and Ulster & Delaware. 


The New York Central has a substantial interest in both, 
and the remainder necessary to constitute control is said to 
be in the hands of friendly interests. 

The Virginian is to be jointly owned and operated by the 
Pennsylvania and the Chesapeake & Ohio. The New York 
Central is to have joint rates and through routes over it. This 
controversial question at one point in the negotiations was 
referred to arbitration, but that was made unnecessary because 
the parties concerned arrived at this understanding among 
themselves. 

The Virginian is owned by the H. H. Rogers estate, from 
which it must be acquired by the Chesapeake and Ohio and the 
Pennsylvania. 

It is pointed out that the allocation of terminal facilities 
and interchange tracks on the west shore of the Hudson River 
at New York will make possible the operation of passenger 
trains of the Van Sweringen lines into Pennsylvania Station on 
Manhattan Island, and that the actual agreement between the 
companies for the operations of trains necessarily would not 
be included in this broad agreement on a principle, but would 
be subject for later negotiation between the companies. The 
Van Sweringen lines cannot now land passengers on Manhattan 
Island in the heart of New York. 

The total mileages of the four eastern systems would com- 
pare as follows in round figures: Baltimore and Ohio, 11,000 
miles; Chesapeake and Ohio, 12,500 miles; Pennsylvania, 16,500 
miles; New York Central, 13,000 miles. 

The investment in road and equipment would be as follows 
in round figures: Baltimore and Ohio, $2,000,000,000; Chesa- 
peake and Ohio, $2,000,000,000; Pennsylvania, $3,300,000,000; 
New York Central, $2,500,000,000. 

Operating revenues on the basis of 1929 would compare as 
follows: Baltimore and Ohio, $484,000,000; Chesapeake and 
Ohio, $528,000,000; Pennsylvania, $943,000,000; New York Cen- 
tral, $706,000,000. 

Operating expenses on the basis of 1929 would compare as 
follows: Baltimore and Ohio, $361,000,000; Chesapeake and 
Ohio, $373,000,000; Pennsylvania, $659,000,000; New York Cen- 
tral, $528,000,000. 

The net railway operating income of the four systems on 
the 1929 basis would compare as follows: Baltimore and Ohio, 
$90,000,000; Chesapeake and Ohio, $113,000,000; Pennsylvania, 
$205,500,000; New York Central, $130,000,000. 


CONSOLIDATION AND RAIL LABOR 
D. B. Robertson, chairman of the Railway Labor Executives’ 
Association, hag announced two principles for which organized 
labor will stand in connection with proposed unification or 
consolidation of railroads. They are: 


Unquestionable preservation of livelihood, rights and interests of 
railroad emloyes in the industry and their homes. 

A definite labor policy of railroad management, including com- 
plete willingness and good faith in dealing with the self-chosen 
representatives of railway labor in respect to promoting their separate 
and joint rights and interests. 


If these principles are recognized, railroad labor, according 
to Mr. Robertson, is agreeable to a common interest in promot- 
ing the greatest success of private ownership consistent with the 
public interest. 

Legislation was proposed at the last session of Congress, 
designed to protect the jobs of railroad employes on railroads 
involved in consolidations and efforts looking to enactment of 
such legislation are expected to be put forth at the coming 
session of Congress. 


RAILROAD CREDIT CONSIDERED 


It was revealed in Washington this week that in studying the 
general financial condition of the country President Hoover 
considered the question of railroad credit. A suggestion for 
aiding the railroads was considered when the President drafted 
his banking plan to ease the financial situation throughout the 
country, but it was decided to defer action as to that phase of 
the matter. Just how the railroad credit question was to be 
approached was not indicated. If Congress creates a govern- 
ment finance corporation, it is expected that such a corporation 
would be empowered to give financial support to railroads as 
well as other industrial units of the country, if necessary. 
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Aviation News 





AIR MAIL TRANSPORT COST 


The cost of transporting domestic air mail has declined 
sharply by the pound and by the mile flown in the last seven 
years, according to figures prepared, from official data, by 
Charles L. Lawrance, president of the Aeronautical Chamber 
of Commerce of America, Inc. This lowering of cost he at- 
tributes to increased efficiency in air line operations and the 
growing volume of mail, express and passenger traffic. 

According to the Lawrance figures, it cost the government 
$11.80 for each pound of mail carried over the transcontinental 
route operated by the Post Office Department in the fiscal year, 
1925. Today, under the contract system, the cost of moving 
the mail, by the pound, is $1.99. In 1925 the cost by the mile 
was $1.30. Now it is 80 cents. 

Mr. Lawrance arrived at the cost of transporting the air 
mail in each fiscal year since its establishment by dividing the 
total expenditures by the number of pounds of mail carried and 
the mileage flown. ; 

In 1925 there was a sharp drop in air mail poundage, at- 
tributed by Mr. Lawrance to the zoning of the country for the 
purpose of transcontinental carriage of the mails, three zones 
being created, the first from New York to Chicago, the second 
from Chicago to Cheyenne, and the third from Cheyenne west- 
ward. When that zoning was done, the poundage fell from 
1,500,034 in 1924 to 232,514 pounds in 1925, with an increase 
in the cost by the pound from 99 cents in 1924 to $11.80 in 
1925, the highest to which the pound cost has ever gone. The 
increase in cost by the mile was from 98 cents to $1.30. Al- 
though the cost by the pound increased in 1930 by 10 cents, 
the cost by the mile, according to an explanation of the Law- 
rance computations, has decreased each year since the retire- 
ment of the Post Office Department from the aircraft operating 
field. In 1929 the cost was $1.09; in 1930, 98 cents; and in 
1931, 80 cents, the years mentioned being fiscal not calendar 
years. 


CENTURY AIR LINES 


Century Air Lines, Inc., a division of the Cord Corporation, 
carried a total of 7,512 passengers on its middle west division 
in September, L. B. Manning, vice-president and general man- 
ager of the Cord Corporation, has announced. This figure 
brings the company’s aggregate total to 40,213 passengers since 
March 23, 1931, when the company began operation. It oper- 
ates 64 daily schedules between Detroit, Toledo, Cleveland, Chi- 
cago, South Bend, Ind., Springfield, Ill., and St. Louis. 


AIRCRAFT STRUCTURAL FAILURES 


Investigation by the engineering section of the aeronautics 
branch of the Department of Commerce to determine the basic 
reasons for airplane structural failures that occurred in the last 
six months of 1930 as a check on the efficiency of the existing 
airworthiness design requirements and to prevent, if possible, 
the occurrence of similar accidents for the same reasons, has 
led to the following conclusions: 


1. Landing gears are the most common cause of trouble, being 
responsible for 77.2 per cent of all the structural failures which occur- 
red to aircraft during the last six months of 1930. 

2. The shock-absorbing qualities of shock-absorber units, in com- 
bination with various types of tires, should be given more careful 
consideration. 

3. The stress analysis of landing-gear structures should be pre- 
pared with the utmost care and the greatest possible accuracy and 
pened allowable load for each member should be determined more ex- 
actly. 

4. The condition of unsymmetrical loading on the wings and their 
supporting structures is important enough to warrant the best possible 
analysis, particularly on small airplanes which are likely to be sub- 
jected to a certain amount of acrobatics. 

5. The provision of an adequate number of suitable inspection 
openings will assist in the prevention of accidents to the control 
system. 

6. The shape of propeller blades should be such as to prevent any 
abrupt change in cross section or in cross-sectional moments of inertia. 


All accidents to aircraft manufactured before October 1, 
1927, and all accidents which were of such a minor nature as 
to have no particular significance were eliminated from consid- 
eration in the investigation. Aircraft manufacturer prior to 
October 1, 1927, were not examined in detail by the Department 
of Commerce relative to integrity of design. 

The aeronautics branch said it should be understood that 
the term “structural failure” did not necessarily imply complete 
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rupture of any part of the airplane. It said a structural failure 
in Many cases was only a bent tube, or a crack, or a split spar, 
all of which were considered failures and signs of a weakness 
that must be corrected. Most of the cases considered in the 
investigation, it said, were in this class and consequently in- 
volved very little damage to the airplane and usually no injury 
to personnel. At least 80 per cent of the failures occurred on 
the ground or water. 


USE OF AIR TRANSPORT 

The Traffic World subscribers say that air transport pas- 
senger service is being used by business executives and repre- 
sentatives in steadily increasing numbers. 

Some weeks ago a questionnaire was sent to all industrial 
subscribers in six states. Over 36 per cent have replied. Of 
those answering, 61 per cent said members of their organiza- 
tions were using air transport for business purposes. About 
two-thirds of them gave figures showing an average of 3.8 air 
travelers to the company—7 per cent reported regular use, 30 
per cent frequent, and 27 per cent occasional use of air lines. 

Question. No. 3 asked for information as to the use of air 
facilities by different departments. Executive air travelers are 
reported by 44 per cent of the firrns answering, sales depart- 
ment men 39 per cent, service department 7 per cent, inspection 
department 4 per cent, engineering department 10 per cent. 
Other departments reported as using air passenger service to 
some extent were: Traffic, legal, advertising, operating, trans- 
portation, auditing, credit, supply and purchasing. 

Of those who answered the question, “Do you find the need 
for air travel increasing?” 68 per cent replied in the affirm- 
ative. Fifty-two per cent of the letters requested air transport 
schedules for office files. 

The last question asked for definite information as to the 
purchase—by the traffic department—of passenger transporta- 
tion of any kind for the firm’s traveling executives and repre- 
sentatives; 689 companies answered this question, 78 per cent 
of them “Yes.” 


COAST-TO-COAST AIR SERVICE 


The New York-Chicago-Pacific coast air mail line flown by 
National and Boeing Air Transport, subsidiaries of United Air 
Lines, carries the heaviest poundage of any air mail route in 
the world, according to September figures on mail carried on 
thirty-two routes in the United States. Cities on this central 
route, which bisects the nation, dispatched thirty-eight per cent 
of all the air mail carried in the country, the monthly volume 
being approximately 12,000,000 letters. Mail is transported be- 
tween the Pacific and Atlantic coasts in twenty-eight hours. Mail 
and passenger planes fly, on this route, more than half a million 
miles monthly. 

The average distance passengers fly on United Air Lines’ 
coast-to-coast service is now 650 miles, a marked increase over 
a year ago, and nearly three times the average flight of pas- 
sengers on all domestic lines in the United States, it is stated. 
On its Pacific Coast-Chicago division, the average is 1,000 miles, 
which was reduced by the shorter trips on the company’s 
Chicago-Toledo-Cleveland and New York division. 


PELLEY PLEADS FOR RAILROADS 


Asserting that the railroads were faced with the most crit- 
ical situation in their history, John J. Pelley, president of the 
New Haven and chairman of the committee of railroad presi- 
dents organized to deal with the 15 per cent rate increase pro- 
posal, made an appeal for general public interest in the solution 
of current problems of competition between different forms of 
transportation, in an address at the annual transportation lunch- 
eon of the Illinois Chamber of Commerce at the Hotel Sherman, 
Chicago, October 8. The luncheon was one feature of the annual 
meeting of the state chamber and was attended by approxi- 
mately a thousand, said to be the largest attendance ever before 


at the annual affair. 


The transportation problem and that of taxes were the only 
subjects considered at the two-day meeting of the chamber, be- 
cause of their current interest and importance, according to J. 
Paul Clayton, its president, who made a brief talk at the lunch- 
eon. The railroad problem, he said, was one of the outstanding 
problems of the day. 

President Pelley was introduced by L. A. Downs, president 
of the Illinois Central. George A. Blair, traffic manager, Wilson 
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& Company, chairman of the chamber’s transportation commit- 
tee, presided. 

“The railroads,” said Mr. Pelley, in opening his address, 
“need assistance. It has got to be given. It won’t do to let the 
railroads go along without that assistance. The things that must 
be done for the railroads are not just going to happen.” 

Proper regulation of competing forms of transportation and 
the elimination of subsidization were the matters to which he 
directed the greater part of his address. In addition, he said 
the railroads must have higher rates. ‘Business men and ship- 
pers have got to give some thought as to whether they want the 
railroads,” he emphasized. “If you want to use us you will just 
have to pay a little more than you are paying for that use.” 

On the subject of regulation, he insisted that, if it was in 
the interest of the public to regulate the railroads, it was also 
in the interest of the public to regulate water lines and highway 
carriers. All traffic handled by all water lines should be under 
the same regulation, he said, indicating that, in his opinion, the 
Commission should have the task of regulation. 

While only briefly touching on the question of railroad com- 
petition with water lines, he outlined in detail his attitude with 
respect to highway transportation. Common carrier vehicles 
should be compelled to pay all excess highway costs resulting 
from their operation, he said, and the rates and services should 
be regulated. Tremendous sums had been expended on high- 
ways to make them wider and of heavier construction than 
would be the case if there were no motor trucks and busses 
operating on them, he asserted. Commercial vehicles, he said, 
should assume all this added cost. There should be no reciproc- 
ity between states as to license fees paid by operators of motor 
vehicles on the highways for hire, according to him. 

Predicating his attitude on the experience of the New Haven, 
as the largest operator of motor vehicles in its territory, he made 
the following recommendations for taxation and regulation of 
highway vehicles: 


Highway motor vehicles should be divided into two classes with 
respect to the payments to be made for the use of the highway. The 
first class should include only the private passenger automobiles owned 
by individuals. The second should include all vehicles using the high- 
ways for business purposes, that is, all motor busses and other pas- 
senger vehicles transporting passengers for hire and all motor trucks. 

In some states the registration fee for commercial vehicles is no 
more than it is for a private automobile. The annual registration fee 
for a three-ton truck in Massachusetts is $19.50. In North Carolina 
it is $900. There can be no question but what either the Massachusetts 
registration fee is much too low or the fee in North Carolina is much 
too high. In my opinion, each state should have an equitable regis- 
tration fee for commercial vehicles that will more nearly represent 
the value the operators of commercial vehicles obtain from the use of 
the highways. In addition, commercial vehicles should assume the 
entire expense for excess construction and excess maintenance for 
wider roads of heavier construction that would not be required except 
to provide for motor trucks and motor busses. 

It is frequently stated that the registration fees and gasoline taxes 
paid by motor vehicles fully support the construction and maintenance 
of the highways in some states, but it is the registration fees and 
gasoline taxes paid by private automobiles that really support our 
highways. A comparison will readily demonstrate that in some states 
the registration fees paid by commercial vehicles are so low that the 
private automobiles are, in effect, subsidizing the operation of com- 
mercial motor vehicles. 

Then, there is the matter of reciprocity in registration. This privi- 
lege is being abused. For example, one of the largest motor truck 
operators in Connecticut is registering certain of his equipment in 
Massachusetts and New York because the registration fees in those 
states are lower than in Connecticut. Not only should there be an 
equitable registration fee in each state, but there should be no 
reciprocity of registration for commercial vehicles. Reciprocity of 
registration should be confined to the private automobile owned by 
individuals and all commercial vehicles should be required to pay the 
registration fee in each state in which they operate. 

It is not difficult to determine proper regulation for passenger 
carriers operating on the highways. Public interest requires that car- 
riers of passengers should operate on definite routes on regular sched- 
ules. Regulation should be uniform in all states and similar regulation 
should govern carriers operating interstate service. Certificate of 
public convenience and necessity should be required. Passenger fares 
should be published and be subject to the approval of the regulating 
authority. 

The regulation of motor truck carriers for hire is a broad question. 
If motor truck transportation is to develop on a sound economic basis 
as it should, it must be considered as an industry rather than to con- 
sider the individual motor trucks which comprise that industry. 

There have been frequent attempts to distinguish between the 
common carrier and the so-called contract carrier, but to be successful 
any system of regulation must cover all carriers operating on the 
highways for hire. The only exception from regulation should be the 
commercial vehicle that is owned and operated by an industry to 
transport its own business. 

Krom the standpoint of regulation, there can be no distinction 
among the carriers for hire as between the common carrier and the 
contract carrier. Highway transportation for hire is always provided 
under a contract of some form. All railroad transportation is provided 
under a uniform contract. In the regulation of railroad transportation 
no distinction is made between the individual passenger and a person 
who contracts for a special train—the same regulation applies and to 
the same extent. The same is true of the regulation of the transpor- 
tation of freight, whether it be a hundred pounds, a carload, or a 
trainload.... 

I do not have in mind that there should be any relationship 
between the rates and charges for motor truck transportation and 
railroad rates. Rather, the just and reasonable rates and charges 
should be determined entirely from the standpoint of motor truck 
transportation. The motor truck rates and charges can be based on 
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per hundred pounds, per ton, per truckload, per hour, per day, or 
per truck mile, to cover any and all of the various requirements so 
Pad motor truck transportation for hire can retain its present flex- 
i 2 

It is not improbable that in the future when regulation has be- 
come a fact, each commission will publish tariffs which will contain 
the rates and charges of all motor trucks operated for hire over which 
the commission has jurisdiction. 

The regulating authorities should also be empowered to supervise 
and regulate carriers for hire operating on the highway in all other 
matters affecting their relationship with the public to the same extent, 
and in the same manner that public utilities generally are regulated. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 26 
totaled 738,029 cars, according to the car service division of 
the American Railway Association. This was a reduction of 
4,599 cars below the preceding week and a reduction of 212,634 
cars below the corresponding week last year. It also was a 
reduction of 465,110 cars under the same week two years ago. 

Revenue freight loading by districts the week ended Sep- 
tember 26 and for the corresponding period of 1930 was reported 
as follows: 


Eastern district: Grain and grain products, 6,397 and 5,743; live 
stock, 1,970 and 2,024; coal, 28,619 and 35,682; coke, 1,112 and 1,491; 
forest products, 2,184 and 3,448; ore, 1,726 and 4,135; merchandise, 
L. C. L., 59,371 and 66,287; miscellaneous, 62,257 and 85,341; total, 
1931, 163,636; 1930, 204,151; 1929, 271,280. 

Allegheny district: Grain and grain products, 2,826 and 2,810; 
live stock, 1,865 and 1,906; coal, 31,183 and 34,653; coke, 2,126 and 
4,455; forest products, 1,353 and 2,260; ore, 4,656 and 8,866; merchan- 
dise, L. C. L., 44,679 and 50,791; miscellaneous, 54,192 and 78,865; 
total, 1931, 142,880; 1930, 184,606; 1929, 241,637. 

Pocahontas district: Grain and grain products, 262 and 294; live 
stock, 269 and 292; coal, 33,333 and 39,672; coke, 221 and 254; forest 
products, 781 and 1,164; ore, 117 and 497; merchandise, L. C. L., 
6,355 and 7,010; miscellaneous, 6,861 and 7,821; total, 1931, 48,199; 
1930, 57,004; 1929, 68,361. 

Southern district: Grain and grain products, 2,906 and 3,387; live 
stock, 994 and 1,330; coal, 16,469 and 19,542; coke, 326 and 478; forest 
products, 8,746 and 12,715; ore, 388 and 1,018; merchandise, L. C. L., 
35,444 and 39,916; miscellaneous, 38,919 and 52,550; total, 1931, 104,- 
192; 1930, 130,936; 1929, 157,503. 

Northwestern district: Grain and grain products, 8,743 and 13,564; 
live stock, 8,013 and 8,394; coal, 5,769 and 7,369; coke, 663 and 1,011; 
forest products, 5,301 and 10,253; ore, 16,479 and 30,117; merchandise, 
L. C. L., 26,334 and 31,095; miscellaneous, 28,984 and 42,282; total, 
1931, 100,286; 1930, 144,085; 1929, 182,023. 

Central Western district: Grain and grain products, 11,606 and 
11,905; live stock, 9,968 and 12,280; coal, 9,334 and 11,572; coke, 145 
and 132; forest products, 4,318 and 7,239; ore, 2,083 and 2,927; mer- 
chandise, L. C. L., 29,936 and 33,935; miscellaneous, 48,127 and 68,305; 
total, 1931, 115,517; 1930, 148,295; 1929, 179,037. 

Southwestern district: Grain and grain products, 4,243 and 5,367; 
live stock, 2,116 and 2,842; coal, 4,016 and 4,669; coke, 122 and 130; 
forest products, 2,852 and 5,080; ore, 357 and 535; merchandise, L. 
C. L., 14,700 and 15,725; miscellaneous, 34,913 and 47,238; total, 1931, 
63,319; 1930, 81,586; 1929, 103,298. 

Total, all roads: Grain and grain products, 36,983 and 43,070; live 
stock, 25,195 and 29,068; coal, 128,723 and 153,159; coke, 4,715 and 
7,951; forest products, 25,535 and 42,159; ore, 25,806 and 48,095; mer- 
chandise, L. C. L., 216,819 and 244,759; miscellaneous, 274,253 and 
382,402; total, 1931, 738,029; 1930, 950,663; 1929, 1,203,139. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 


1931 1930 1929 

Five weeks in January........... 3,490,542 4,246,552 4,518,609 
Four weeks in February.......... 2,835,680 3,506,899 3,797,183 
Four weeks in March...........- 2.939,817 3,515,733 3,837,736 
Pour weeks Mm April. ...... cesses 2,985,719 3,618,960 3,989,142 
IVS WEG 1 BEAT occ scccccccses 3,736,477 4,593,449 5,182,402 
POGP WESEE 1h JUNC ..0c.c.ccecvcvcecs 2,991,749 3,718,983 4,291,881 
POUPr WOEG6E Ti DUIF. 6c ccsccccccce 2,930,767 3,555,610 4,160,078 
Five weeks in August............ 3,747,284 4,671,829 5,600,706 
Four weeks in September....... 2,907,953 3,725,686 4,542,289 

TOG  isicks vivccrsecacevese +sagegeee 35,153,701 39,920,026 


CONDITION OF EQUIPMENT 


Class I railroads on September 15 had 193,031 freight cars 
in need of repairs, or 8.8 per cent of the number on line, ac- 
cording to the car service division of the American Railway 
Association. This was an increase of 5,446 cars above the 
number in need of repair on September 1, at whch time there 
were 187,585, or 8.6 per cent. Freight cars in need of heavy 
repairs on September 15 totaled 136,349, or 6.2 per cent, an 
increase of 3,367 compared with the number on September 1, 
while freight cars in need of light repairs totaled 56,682, or 2.6 
per cent, an increase of 2,079 compared with September 1. 

Class I railroads on September 15 had 6,442 locomotives in 
need of classified repairs or 11.9 per cent of the number on line, 
according to reports filed by the carriers with the car service 
division of the American Railway Association. This was an 
increase of 269 locomotives above the number in need of such 
repairs on September 1, at which time there were 6,173 or 11.4 
per cent. Class I railroads on September 15 had 9,840 service- 
able locomotives in storage compared with 9,888 on Sep- 
tember 1. 
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Questions and Answers 


|’ this column will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. | 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Liability of Carrier for Injury or Death of Live Stock 

New York.—Question: On July 9 a shipment of 25 cows 
was made from Russellville, Ky. When loaded they were in- 
spected by a veterinary and a health certificate was furnished. 
One of the cows died en route at Cincinnati and one was found 
to have lost an eye when it arrived at destination. Claim was 
made on these two cows, which claim has been rejected by the 
railroad company. We are inclosing a copy of the freight claim 


sheet sent with the claim and also a copy of a letter from: 


the carrier, and would like your opinion in the matter. It would 
seem to us that the inspector at Russellville would not have 
accepted the one cow that died at Cincinnati if it had not been 
in good condition. 

Answer: The carrier assumes the same responsibility for 
the safe carriage and delivery of animals as in the carriage of 
other kinds of property, except from injuries resulting from the 
nature, habits, propensities, viciousness, or other inherent quali- 
ties of the animals. And, in the absence of a statute or a pro- 
vision in the bill of lading, the common-law rule as to the duty 
to care for live stock in transportation is imported into, and 
becomes a part of, the contract. The carrier is bound to use 
reasonable care to transport without injury live stock placed 
in its hands for shipment and will be liable for damage or for 
loss proximately resulting from its failure so to do. However, 
this is the extent of its duty; and it is not absolutely bound to 
deliver the stock in good condition; it is required to use only 
such care to avoid injury as a person of ordinary prudence would 
use under the same or similar circumstances. 

Care and vigilance must be used to guard against and re- 
strain the natural vices and propensities of the animals them- 
selves, in order to prevent them from injuring themselves and 
each other. 

According to the weight of authority, where it is shown 
that live stock not accompanied by the shipper was delivered to 
the carrier in good condition and that it was not delivered or 
was received at destination in bad condition, the burden is 
on the carrier to show that the loss or injury was not the result 
of its negligence (Cincinnati, etc., R. Co. vs. Veatch (Ky.), 172 
S. W. 89; Louisville, etc., R. Co. vs. Cecil (Ky.), 159 S. W. 689; 
Louisville, etc., R. Co. vs. McClintock (Ky.), 152 S. W. 253; 
Illinois Central R. Co. vs. Word (Ky.), 147 S. W. 949; R. Com- 
pany vs. Hunter, 214 S. W. 914). In some decisions the rule is 
laid down even more broadly, it being stated that proof that 
live stock delivered to the carrier was lost or injured while 
in its possession throws on the carrier the burden of showing 
that the loss ,or injury was not due to its negligence. However, 
the carrier will be relieved from liability if it can show that it 
has provided all reasonable means of transportation, and has 
exercised that degree of care in transporting the property which 
the nature of the property requires. It need not go further 
and make a specific explanation as to how the injury occurred. 

An important limitation on the foregoing principle, recog- 
nized by some decisions and perfectly sound in principle, is 
that where a recovery is sought for the sickness of live stock 
in transit, or from death resulting from sickness, the burden 
is on plaintiff to prove the carrier’s negligence. Louisville, etc., 
R. Co. vs. Warfield (Ky.), 98 S. W. 313; Louisville, etc., R. Co. 
vs. Crane (Ky.), 49 S. W. 787; R. Co. vs. Taylor, 205 S. W. 934. 

A number of decisions seem to be squarely opposed to the 
foregoing view, and hold that, inasmuch as the carrier is not 
liable for the death of animals during transportation due to 
natural causes or to their inherent vice or natural disposition, 
mere proof that the animals died after delivery to the carrier 
and before the end of the transportation is not sufficient to 
establish liability, but the evidence must further show that the 
loss was due to human agency. No presumption of negligence, 
it is said, arises against the carrier from mere injury as arises 
in the case of inanimate objects. But where this view prevails 
it is said that the burden is sustained by very slight proof, and 
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may be established by-collateral circumstances affording a rea- 
sonable inference of negligence on the carrier’s part. 

The health certificate furnished at point of loading of the 
live stock is evidence as to the good condition thereof, but not 
necessarily conclusive. 


Tariff Interpretation—Suspension of Rates from Base Point 
Proper Not Necessarily Suspension of Rates from Points 
Ordinarily Taking Same Rates as Base Point 


Indiana.—Question: Prior to July 8, 1928, carload rates on 
canned goods from Indianapolis to points in Kansas and Mis- 
souri were based on the Danville, Ill., or Arcola, Ill., combination, 
using rates in W. T. L. Tariff 18-M, Boyd’s I. C. C. A-1965, west 
of these basing points. Effective on that date, Agent Johanson 
issued his tariff No. 151, I. C. C. 2008, publishing through rates 
from Indianapolis to western Missouri and Kansas, but on July 
11, supplement No. 11 suspended, pursuant to I. and S. docket 
3130, the proposed cancellation of the rates from Chicago, Chi- 
cago Junctions, etc., to points in Kansas and Missouri as to 
traffic originating east of the Illinois-Indiana state line. Sup- 
plement 13 of W. T. L. 18-M issued July 16, 1928, restates this 
suspension. 

Title page of above tariff provides for application of Chi- 
cago rates from Arcola and Danville per W. T. L. Territorial 
Directory and our contention is the cancellation of rates from 
Chicago in Johanson’s 151 on traffic from points east of the 
Illinois-Indiana state line and the subsequent suspension of 
cancellation of rates on same application in Boyd’s 18-M auto- 
matically restored combination rates on Danville or Arcola, as in 
effect prior to July 8, 1928. This contention is strengthened 
by supplement 132, page 29, of the W. T. L. tariff, wherein 
rates are published from group 1 to various stations in Mis- 
souri and where provision is made for application of group 3 
Chicago rates on traffic from east of the Illinois-Indiana state 
line. Some carriers contend that the suspension of the cancella- 
tion was only as to rates from Chicago proper and not interior 
Illinois points taking Chicago rates. This interpretation would 
increase the rates from Indianapolis during the suspension 
period and, in our opinion, would violate rule 9-K, Tariff Cir- 
cular No. 20. 

Answer: The essential provision of supplement 13 to 
W. T. L. Tariff 18-M provides: 


The tariffs named ... are suspended in so far as they apply 
between Chicago, Ill., Chicago Junctions, Milwaukee, Wis., and Mis- 
sissippi River crossings on the one hand, and points in Kansas and 
Missouri on the other hand, on traffic to or from points east of the 
Illinois-Indiana state line. 


After the Commission had exhausted its power to further 
suspend this proposed cancellation the carriers, in supplement 
57, voluntarily postponed effective date of such cancellation, the 
postponement applying to class rates “as proportional rates on 
traffic from or to East Mississippi River Crossings, Chicago, 
Ill., Chicago Junctions, or Milwaukee, Wis., on traffic originating 
at or destined to points east of the Illinois-Indiana state Line.” 

Neither of the above tariff provisions calling for the sus- 
pension of specific rates from specific junctions mentioned 
“points taking same rates.” In Informal Complaint No. 230271 
it was shown that Bricker, Ia., took the same rates in this 
W. T. L. tariff as Burlington, Ia., a Mississippi crossing. Because 
Bricker took the same rates as a Mississippi crossing and the 
canceled rates from the Mississippi crossings were suspended 
as to proportional application when from east of the [Illinois- 
Indiana state line some parties contended the canceled -rates 
from Bricker to Missouri and Kansas were also suspended. The 
Commission held the cancellation from Bricker became effective. 

Inasmuch as the provisions of supplement 132 mentioned 
in the question were published after the Commission could no 
longer suspend the proposed cancellation from Chicago, there 
was not, in our opinion, a violation of Tariff Circular No. 20, 
rule 9-K, but merely a republishing of proportional rates which 
had been previously canceled outright. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first eight 
months of 1931 had a net railway operating income of $350,- 
943,778, which was at the annual rate of return of 2.14 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
eight months of 1930, their net railway operating income was 
$556,466,261, or 3.45 per cent, on their property investment. 
Continuing, the bureau says: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before 
interest and other fixed charges are paid. 

This compilation as to earnings for the first eight months of 
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SOMEWHERE 
But where? 


Somewhere in the vast industrial 
territory tapped by the ERIE LINES 
is the ideal spot for your plant. 


Without obligation our Industrial 


Department will submit a survey. 


GEO. F. WESTON 
Industrial Commissioner 


Cleveland, Ohio 


ERIE RAILROAD SYSTEM 


ROUTE OF THE ERIE LIMITED 
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THE 


— PORT 
ALBANY 


Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside:— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 











Ni w YORK (en 


aLRR' 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 





Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 
| 74 Chapel Street, Albany, N. Y. 











1931 is based on reports from 171 Class I railroads representing a 
total of 242,899 miles. 

Gross operating revenues for the first eight months of 1931 totaled 
$2,929,108,894 compared with $3,615,795,956 for the same period in 
1930, or a decrease of nineteen per cent. Operating expenses for the 
first eight months of 1931 amounted to $2,266,364,952 compared with 
2,732,817,446 for the same period one year ago or a decrease of 
17.1 per cent. 

Class I railroads in the first eight months of 1931 paid $221,626,833 
in taxes, compared with $243,817,704 for the same period in 1930, 
a decrease of 9.1 per cent. For the month of August alone, the 
tax bill of the Class I railroads amounted to $28,081,883, a decrease 
of $4,103,535 under August the previous year. 

Thirty-five Class I railroads operated at a loss in the first eight 
months of 1931, of which twelve were in the eastern, six in the 
southern and seventeen in the western district. 

Class I railroads for the month of August alone had a net rail- 
way operating income of $55,858,734, which, for that month, was at 
the annual rate of return of 1.90 per cent on their property invest- 
ment. In August, 1930, their net railway operating income was 
$96,017,674, or 3.33 per cent. 

Gross operating revenues for the month of August amounted to 
$364,525.038, compared with $466,442,46% in August, 1930, a decrease 
of 21.8 per cent. Operating expenses in August totaled $269,463,438, 
compared with $327,250,054 for the same month in 1930, a decrease 
of 17.7 per cent. 

Eastern District 


Class I railroads in the eastern district for the first eight months 
in 1931 had a net railway operating income of $186,270,906, which 
was at the annual rate of return of 2.33 per cent on their property 
investment. For the same period in 1930, their net railway operating 
income was $304,518,751 or 3.92 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the eastern 
district for the first eight months in 1931 totaled $1,465,874,152, a 
decrease of 19.3 per cent below the corresponding period the year 
before, while operating expenses totaled $1,130,705,649, a decrease of 
16.7 per cent under the same period in 1930. 

Class I railroads in the eastern district for the month of August 
had a net railway operating income of $25,645,123, compared with 
$44,581,813 in August, 1930. 


Southern District 


Class I railroads in the southern district for the first eight months 
of 1931 had a net railway operating income of $31,760,674, which 
was at the annual rate of return of 1.49 per cent on their property 
investment. For the same period in 1930, their net railway operating 
income amounted to $54,492,647, which was at the annual rate of 
return of 2.56 per cent. Gross operating revenues of the Class I 
railroads in the southern district for the first eight months of 1931 
amounted to $364,842,534, a decrease of 17.4 per cent under the same 
period in 1920, while operating expenses totaled $297,429,988, a decrease 
of 15.3 per cent. 

Class I railroads in the southern district for the month of August 
had a net railway operating income of $3,431,432, compared with 
$5,848,823 in August, 1930. 


Western District 


Class I raliroads in the western district for the first eight months 
in 1931 had a net railway operating income of $132,912,198, which was 
at the annual rate of return of 2.11 per cent on their property invest- 
ment. For the same eight months in 1930, the railroads in that 
district had a net railway operating income of $197,454,863, which 
was at the annual rate of return of 3.17 per cent on their property 
investment. Gross operating revenues of the Class I railroads in 
the western district for the first eight months’ period this year 
amounted to $1,098,392,208, a decrease of nineteen per cent under the 
same period in 1930, while operating expenses totaled $838,229,315, 
a decrease of 18.2 per cent compared with the same period in 1930. 

For the month of August alone, the net railway operating income 
of the Class I railroads in the western district amounted to $26,782,179. 
The net railway operating income of the same roads in August, 1930, 
totaled $45,587,038. 


Class | Railroads—United States 
Month of August 


1931 1930 
TORGL GHOTALING TOVONUGS. .66.cccvccscccees $ 364,525,038 $ 466,442,465 
Total Operating CXPSNSS..... ccvcsccceccsere 269,463,438 327,250,054 
FEE ee rere er eee Tam 28,081,883 32,185,418 
Net railway operating income............- 55,858,734 96,017,674 
Operating ratio—per cent........sccsecees 73.92 70.16 
Rate of return on property investment... 1.90% 3.33% 

Eight Months Ended August 31 

1931 1930 
Total operating TfOVENUCS... 2.020 .sccccces $2,929,108,894  $8,615,795,956 
TOth] GHOTALINE CRPSTIGES. o.0.0.0:0:6:0006:00.060% 2,266,364,952 2,732,817, 446 
MEE. car euaka pio aendentes oaWe sa eee ren 221,626,833 243,817,704 
Net railway operating income............+. 350,943,778 556,466,261 
Operating ratio—per Cent... ..ccccccecccses 77.37 75.58 
Rate of return on property investment.... 2.14% 3.45% 


DEPRECIATION AND EXECUTIVES’ MEETING 


The Association of Railway Executives, at a three-day meet- 
ing to be held at Atlantic City October 22, 23 and 24, among 
other things, is expected to consider recommendations of a 
committee with respect to the Commission’s decision in No. 
15100, depreciation charges of steam railroad companies, 177 
I. C. C. 351-500 (see Traffic World, September 12, p. 561). Oppo- 
sition to the findings of the Commission, it is understood, has 
developed in railroad circles, but the position to be taken by the 
railroads will not be determined until after the consideration of 
the matter at the Atlantic City meeting. A meeting of the com- 
mittee considering the decision was held in New York this week. 

The three-day meeting of the executives at Atlantic City 
will be a departure from previous practice of the association 
to meet only one day. It has been decided that the association 
should meet for more than one day in order that the executives 
may have more time to consider questions that may be brought 
before the association. 
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HE Frisco Lines 

offer the shortest 

route between many principal 
terminal points in Frisco- 
land, and also the most direct 
connecting service from many 
other sections of the country. 
- Take advantage of this fast, 
direct service to and from the 
Southwest and the Southeast 
by routing your shipments 
and passengers “via Frisco 


Lines.” 
S. S. BUTLER 
$21 General Traffic Manager 


PAGE 793 








PAGE 794 





Saves Firm Money 


Boosts Salary 324% 
thru Traffic Management 


“How can I make myself worth more money to my firm?” 


That was the question uppermost in the mind of C. E. Veth, when 
he enrolled with LaSalle for training in Traffic Management. 

Already Traffic Manager of the Smith Agricultural Chemical Com- 
pany, with plants at Columbus and Indianapolis, he was directing the 
delivery of thousands of tons of fertilizer, animal foods and acids— 
six widely diversified products under the brand name SACCO—to 
customers in all parts of the United States. 

His training gave him the key he was seeking. 

“Mr. Veth had the vision to see the need in this organization of 
a properly equipped traffic department,” writes Marshall A. Smith, 
president of this great company. “Traffic affairs are quite technical, 
but now he has brought to this company a department that enables 
it to answer every question that may arise.” 

During one year alone, Mr. Veth’s traffic department detected 
and corrected errors in freight bills received from the railroads 
totaling $10,600 in overcharges. 

“My subsequent salary-increase of 324%,” writes Mr. Veth, “is 
due in large measure to the study and application of your training. 
Your course is one of the most complete in its line, and in technical 
knowledge it far surpasses any other I have seen.” 


Send for Free Book 
‘“‘Opportunities in Traffic Management’’ 
Whatever else you do, acquaint yourself with the real opportunities 


in Traffic Management! See whether there may not be a way in 
which you can carve out for yourself a bigger future. 


The coupon will bring you without obligation a 64-page book that 
points the way to the big rewards in Traffic Management and shows 
‘you how you can equip yourself better to take advantage of them. 
LaSalle will send it to you free. 


If you are eager to fit yourself for greater success in this field 
clip and mail the coupon NOW. 


LA SALLE EXTENSION UNIVERSITY 


The World’s Largest Business Training Institution 
Dept. 1095-TR Chicago 


I would welcome copy of “Opportunities in 
Trafic Management,” without obligation. 


[ | Traffic Management— 
Other LaSalle Opportunities 





LaSalle opens the way to success in every impor- 
tant business field. If more interested in one of the 
fields indicated below, check here: 





C] Higher Accountancy C] Industrial Manage- (] Personnel Manage- 

(] Business Management ment ment : 

[_] Modern Salesmanship ] Railway Accounting (_] Expert Bookkeeping 

(] Railway Station Man- (_] Banking and Finance [] C. P. A. Coaching 
agement [_] Modern Business | Business English | 

(] Law—Degree of LL.B. Correspondence ] Commercial Spanish 

C] Commercial Law ] Modern Foremanship _] Effective Speaking 

NUNN oa Nie: Sas irare atanies es Bdetey eats se es Lise Bie ACARI ODD CRIS Se OTe ee 

TENG, fod ccc codices eada name ee cEmeamene av enna ema 
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Personal Notes 





Creation of a position new in railroading, that of “industrial 
engineer,’ has been announced by A. E. Gilman, manager of 
industrial development for the M-K-T Lines. N. W. Brown of 
St. Louis, who for the last eleven years has been assistant en- 
gineer in the office of Chief Engineer F. Ringer, has been ap- 
pointed to the office, created, it is said, “because it was increas- 
ingly felt by M-K-T officials that an experienced engineer could 
be of invaluable assistance to contractors, building and road 
material dealers and to manufacturers who are actual or 
potential patrons of the railroads.” Mr. Brown’s duties will 
embrace activities connected with traffic solicitation, as well as 
the engineering services connected with the location of indus- 
trial tracks and locations. After thirty-seven years of con- 
tinuous service with the company, James F. Reily, district 
freight and passenger agent at Parsons, Kans., has been retired. 
He is succeeded by C. A. Reynolds, who has been traveling 
freight and passenger agent out of the Parsons’ office. 

Thomas G. Widmeyre, formerly Pacific coast manager of 
the United States Intercoastal Conference, has been appointed 
general agent in charge of traffic for the Nelson Line at Los 
Angeles. Walter C. Beck, district manager at Los Angeles, will 
continue in the position with supervision over operations. 

Ernst Glaessel, Jr., son of Ernst Glaessel, director of the 
North German Lloyd, has been appointed northwestern repre- 
sentative of the line and assistant traffic manager, with head- 
quarters at Seattle, succeeding H. Arens, who is returning to 
the main offices in Bremen. 

George H. Ward has been appointed manager for the United 
Fruit Company at Baltimore, succeeding J. C. Hall, who has 
resigned, after sixteen years in this post. Mr. Ward was man- 
ager at Baltimore for several years for the Atlantic Fruit Com- 
pany and the Banana Sales Corporation, recently absorbed by 
the Di Giorgio Fruit Corporation. 

At a meeting of the Pulp and Paper Traffic League, an 
organization of traffic managers of the principal board, 
paper and woodpulp manufacturers of the United States and 
Canada, the following officers were elected: President, James 
F. Dougherty, traffic manager, Michigan Paper Mills Traffic Asso- 
ciation, Kalamazoo, Mich.; vice-president, F. F. Kator, traffic 
manager, Mead Company, Inc., Dayton, Ohio; secretary, C. H. 
Hudson, traffic manager, Castanea Paper Company and New 
York and Pennsylvania Company, Ridgway, Pa.; treasurer, M. 
M. Davis, traffic manager, Hammermill Paper Company, Erie, Pa. 

J. H. Aydelott has been appointed general manager, lines 
west of the Missouri River, Burlington, with headquarters at 
Omaha. J. C. Grisinger has been appointed general superin- 
tendent of the Central district, with headquarters at Burlington, 
Ta. 

After approximately forty-two years of service, E. A. Ehnes, 
commercial agent, C. & O., at Indianapolis, has been retired. 
Frank Z. Sims succeeds Mr. Ehnes. 

Clifton B. Knight has been appointed traveling freight agent, 
Kansas City Southern and the Texarkana and Fort Smith, at 
New York, succeeding H. P. Hewes, resigned. 

Peyton L. Graves, general agent of the A. B. & C. at Atlanta 
and president of the Traffic Club of Atlanta, died suddenly 
October 1, at his office. 

Daniel W. Linton, traffic manager of the Brown Company, 
Berlin, N. H., and the Brown Corporation of Canada, died at his 
home in Berlin October 2. 





Doings of the Traffic Clubs 





The speakers at the dinner to be given by the Traffic Club 
of Tulsa the evening of October 28 in honor of the delegates 
and visitors at the annual meeting of the Associated Traffic 
Clubs of America, will be John J. Cornwell, general counsel, 
Baltimore & Ohio, and former Governor West, of Virginia. 





At a luncheon of the Traffic Club of St. Louis at the Jef- 
ferson Hotel October 5, T. J. Baus, of Philadelphia, spoke on 
“The American Merchant Marine and the Port of Philadelphia.” 
The talk was illustrated with moving pictures. The following 
delegates to the Tulsa convention of the Associated Traffic 
Clubs of America have been appointed: H. S. Snow, traffic 
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manager, American Zinc, Lead and Smelting Company; T. M. 
Mulderig, traffic manager, Evans and Howard Sewer Pipe Com- 
pany; H. J. Dentzman, assistant general freight agent, C. & 
E. I.; F. D. Miller, general freight and passenger agent, Illinois 
Central. A luncheon will be held at the Arena Sports Club 
October 12. It will be “Traffic Club Day” at the National Dairy 
Show, which members will attend. 





The Traffic Club of Wichita resumed its weekly luncheons 
October 8 with a meeting at the Wichita Club. Activities for 
the rest of the season were discussed. 





The Traffic Club of Denver held its monthly meeting at the 
Daniels and Fisher Tea Rooms October 9. 





Thirty officials of Hennepin County were invited as guests 
to a “Hennepin County Day” luncheon of the Traffic Club of 
Minneapoils at the Nicollet Hotel October 8. Dr. E. S. Mariette 
told of the Glen Lake Sanatorium. Ladies were invited. A 
bridge party in the club rooms is scheduled for October 12. 





An “education meeting” Was held by the Transportation 
Club of St. Paul at the Hotel Lowry October 6. Charles E. 
Elmquist discussed the proposed fifteen per cent increase in 
freight rates. 





J. P. Haynes, executive vice-president of the Chicago Asso- 
ciation of Commerce, was the speaker at a luncheon held under 
the auspices of the public affairs committee of the Traffic Club 
of Chicago in the club dining room October 7. The officers and 
directors of the club were at the head table. H. A. Palmer, 
vice-president, presided in the absence of L. C. Sorrell, chair- 
man of the committee, who was in Washington attending the 
Pan American conference. Mr. Haynes talked interestingly of 
his two months’ sojourn in Europe this summer. An open forum 
meeting will be held October 14. “Waterway Transportation” 
will be discussed, with emphasis on the question of toll free 
waterways and competitive relations between waterways and 
railroads. The open forum program for the rest of the year will 
be considered. 





A luncheon meeting of the Birmingham Traffic and Trans- 
portation Club announced for October 12, at which W. W. Col- 





53 Hours 
67 Hours 


Laredo to Mexico City. . . 
Eagle Pass to Mexico City . 


The Traffic World 


NATIONAL RAILWAYS OF MEXICO 





Vol. XLVIII, No. 15 


pitts is to be the speaker, will be a joint affair with the Birming- 
ham Engineers’ Club. Mr. Colpitts’ subject will be “The Plight 
of the Railroads and the Attitude of the Investors.” 





The annual meeting of the Metropolitan Traffic Association 
was held October 8. Mr. Kaemmerlen, Lehigh Valley, spoke 
on “See America First.” 





“Marine Night” will be observed by the Traffic Club of New 
England at the Copley-Plaza October 15. James M. Curley, 
mayor of Boston, will speak on “The Port of Boston.” Steam- 
ship and industrial officials will be guests of the club. 





Professor Reiff, superintendent of schools, was the speaker 
at a luncheon of the Oklahoma City Traffic Club October 3 at the 
Skirvin Hotel. 





The Traffic Club of Kansas City held a meeting at the Balti- 
more Hotel October 5. It was designed “Katy Day.” On October 
26 T. B. Curtis, executive vice-president, Associated Traffic Clubs 
of America, will address the club on “Brass Tacks Facts.” 





The ninth annual dinner of the Transportation Club of 
Evansville, will be held at the Hotel McCurdy, October 21. 
Charles Barham, vice-president and traffic manager, N. C. & St. 
L., will be the speaker, and F. Harold Van Orman, former lieu- 
tenant governor of Indiana, will be toastmaster. A. W. Walling, 
city freight and pasenger agent, Illinois Central, has been 
appointed delegate to the Tulsa meeting of the Associated 
Traffic Clubs of America. 





The monthly meeting of the Traffic Club of Philadelphia will 
be held at the Bellevue-Stratford Hotel October 12. George W. 
Woodruff, member of the Pennsylvania Public Service Commis- 
sion, will be the speaker. Harry A. Mackey, mayor of Philadel- 
phia, will be toastmaster. Music and other entertainment will 
be provided. 





“Kentucky Invites You” will be the subject of an address by 
Tom Wallace, editor of the Louisville Times, at a luncheon of 
the Transportation Club of Louisville at the Brown Hotel Octo- 
ber 14. Members of the American Short Line Railroad Associa- 
tion attending the convention of that organization in Louisville 


npr under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination 
is resumed without delay, once shipments 
are cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official 
customs agencies at El Paso, Eagle Pass, Laredo and 
Brownsville, Texas, which are fuily equipped to 
handle all shipments. The employment of these 
agencies affords many advantages, sacvieuiache in 
billing all customs and incidental charges including 
importation duties to be collected at destination. 


Fast Freight Service 


All import freight receives prompt and careful atten- 
tion; is forwarded to destination on daily fast freight 
trains. 
For Complete Information 
Communicate 


F. P. De Hoyos, Gen. Agt. 
1515 Penn Bldg. 
New York City 


F. N. Puente, Gen. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 


V.H. _ my . Agt. 


Railway een e Bldg. 
St. Louis, ace 


A. Horcasitas, Com. 
414 Whitney Bank Bl 
New Orleans, La. 
F. C. Lona, Gen. Agt. 
Room 1520 F. Alatorre, Com. 
Two-O-One North Wells Bldg. 815 Pacific Electric Bis. 
Chicago, Illinois Los Angeles, Calif. 


INDUSTRIAL AGENCY. Mr. Miguel Sandoval, In- 
dustrial Agent, 2a. Bolivar 19, Mexico City, will upon 
request and free of charge furnish information on 
Mexican products marketable in the States. 


101 Hours 


El Paso to Mexico City .. 
69 Hours 


Brownsville to Mexico City . 
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OF TIME AND LEG WORK 
IN TRAFFIC DEPARTMENTS, 
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Advance by Gaining More Practical Knowledge 
Come to Our Chicago or New York School.,- What One Student Says: 


where you will find the best equipped O. C. Warrenfelt, Chief Clerk, C. B. 
schools—the choice of many success- & Q. R. R., Indianapolis, Ind., 
ful traffic men—the best environ- writes: “I was recently promoted to 
ment for traffic education. Chief Clerk to General Agent, Bur- 


5% Theory—95% Practical lington Route, Indianapolis. This 


promotion was due, in large meas- 
College of Advanced Traffic students’ ure, to the knowledge of freight 
working equipment is identical in tariffs and rates I acquired as a 
every particular with what is used student of your school. 
daily by railroad and _ industrial 
trafic men. Actual, not theoretical 
problems are the basis for student 
study and solution. Lectures, both 
printed and oral, are by practical 
men, based upon practical experi- 
ence. As evidence of the benefit of 
this, read 


Larger Earnings Ahead 


You are ambitious to progress, and 
the College of Advanced Traffic will 
help you. Start now. There is no 
time like the present. Don’t delay. 
Larger earnings are just ahead if 
you will but make the start-—NOW. 
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AN assembly near clerk’s desk puts tariffs 
within easy reach, saving time. Each 
drawer is a separate unit, permitting formations 
of single-unit drawers in floor space ordinarily 


wasted. All-steel. 


McBee Rate Desk 


TODAY 


C 


Traffic Department tariffs and records it saves 
time wasted 
and filing cases. A\ll-steel. 


THE MCBEE BINDER CO. 


Mail the Coupon 






OMBINES desk and filing facilities, saving 


floor space. As a file for numerous 






on frequent trips between desk 







502 Madison-LaSalle Bldg. 
CHICAGO, ILL. 


More Traffic 
Knowledge Means 


More Money 


FOR YOU 


Step out. Your future is in your own 
hands. Don’t be content to remain one of 
the hundreds of just ordinary traffic men. 
Rise. Learn more about your chosen pro- 
fession. Broaden out. Be a leader. Be- 
come an authority in traffic matters. A 
few hours of study a week devoted 
pleasantly and interestingly to one of the 
College of Advanced Traffic courses will 
greatly increase your earning power in a 
surprisingly short time. Many of the 
outstanding traffic men of the country were 
trained here. Investigate. 





T4 
College of Advanced Traffic, and Academy of Advanced Traffic 


330 S. Wells St., Chicago, I 


299 Broadway, New York, N. Y. 


Gentlemen: Please send me full particulars, as I am interested in the 


. Course checked below. 


[] Traffic Management—For men with limited or no traffic experience. 
|] Traffic Law—For experienced traffic men. 
[] I. C. C. Procedure—For men who desire only this phase of the work. 


[] Resident Training 


CL) Home Study Training 
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~ Increasing 
Your Sales 
“rough the we of 
AWA 
Public 
Marchandise 





“The 
Ideal 


Distribution System”’ 


—says Pepsodent 


ANUFACTURERS worried about sales 

quotas and distribution costs should take 
a tip from Pepsodent. .. and consider the use 
of AWA merchandise warehouses for the spot- 
stock distribution of their merchandise, through 
warehouses located in every distribution center 
of importance. Says L. W. Bauer, Traffic 
Manager of the Pepsodent Company: 


Remsadent 
Amseniic 


\ 


**The public warehouse is a most important 
factor in the national distribution of our prod- 
ucts. This company was quick to recognize the 
possibilities, and has been a user of public ware- 
houses since the earliest development of its busi- 
ness. We do not know of a better medium for 
any large shipper or national distributor. It per- 
mits the spotting of stock at the most strategic 
centers. The service is flexible and can be ad- 
justed to suit the most exacting requirements. 
In fact, it is the ideal instrument with which 
to set up a thorough and practical distribution 
system upon a most economical basis.”” 

AWA Warehouses furnish all necessary 
facilities and services required for the strategic 
spot-stock distribution of raw materials, manu- 
factured articles and service parts of every 
kind. You can use as many warehouses as 
your business requires... in two cities, in 
twenty cities, or in a hundred cities! 


WRITE FOR FREE BOOK 

Full details of the AWA Plan of Distri- 
bution are described in our 32-page booklet: 
‘Increasing Your Sales Through the Use of 
AWA Warehouses.’’ Have your secretary 
write today for your copy. 





AMERICAN 
WAREHOUSEMEN’S 
ASSOCIATION 
1950 Adams-Franklin Bldg., Chicago, Ill. 
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have been invited to attend. W. H. Robinson, assistant general 
freight agent, Monon, and W. T. Vandenburgh, commerce agent, 
Seaboard Airline, have been appointed delegates to the Tulsa 
meeting of the Associated Traffic Clubs of America. E. M. 
Dickey, traffic manager, Henry Vogt Machine Company, and C. 
A. Bell, traffic manager, S. Zorn and Company, have been ap- 
pointed alternates. 





The Traffic Bureau of the New Britain (Conn.) Chamber of 
Commerce will have its eighth annual dinner at the Burritt 
Hotel December 3. O. M. Baker, Trumbull Electric Company, 
is general chairman of the committee in charge. 





The Omaha Traffic Club will hold a dinner meeting at the 
Hotel Paxton October 15. The Rev. Frank G. Smith will be the 
speaker. 





The monthly luncheon meeting of the Traffic Club of At- 
lanta, scheduled for October 5, was canceled. The next meeting 
will be a joint meeting with the Lions’ Club at the Henry Grady 
Hotel October 27. 





Proceedings of the first educational meeting of the Pacific 
Traffic Association on the ‘National Transportation Problem” 
have been published in a pamphlet of thirty-two pages. Three 
papers were presented at the meeting, under the head of ‘The 
Shippers’ Problems and Requirements of the Present-Day Trans- 
portation Facilities.” Comparison between existing problems 
and those of other days was made by James A. Keller, vice- 
president in charge of sales and traffic, Pacific Portland Cement 
Company, and Robert Hutcherson, traffic manager, Associated 
Oil Company, each of whom has had more than thirty years 
of experience in transportation, principally in the industrial 
field. In length, the principal paper was presented by William 
C. Hubner, traffic manager, A. M. Castle Company. It was based 
on replies to questionnaires sent to the industrial members of 
the club, covering such matters as the extent and nature of 
their use of each of the various transportation agencies. 





The Women’s Traffic Club of Greater New York will have 
a dinner meeting at the Hotel Wellington October 13. J. W. 
Roberts, assistant vice-president, Pennsylvania, will speak. A 
musical program will be presented. 





At the first fall meeting of the Traffic Club of Sioux City, 
R. M. Harben, traffic manager, Sioux City Terminal Railroad 
and the Sioux City Stock Yards Company, will discuss the deci- 
sion of the Commission in the Hoch-Smith live stock case, 
docket 17000, part 9. The meeting will be held at the Chamber 
otf Commerce October 21. A “Dutch lunch” will be served fol- 
lowing the speaking. 





The Chicago & Alton and St. Louis-San Francisco will have 
a special car out of Chicago October 26 and another October 
27 for the accommodation of delegates and others attending the 
convention of the Associated Traffic Clubs of America at Tulsa, 
Okla. The train leaves Chicago at 11:30 a. m., arriving at Tulsa 
at 7:15 the next morning. 


CIVIL SERVICE EXAMINATIONS 


The U. S. Civil Service Commission announces open com- 
petitive examinations for inspector of safety appliances and 
inspector of hours of service. Applications must be on file not 
later than November 12, 1931. The examinations are to fill 
vacancies in the Interstate Commerce Commission. The en- 
trance salary for each position is $4,000 a year. The duties 
will comprise the making of inspections and reports as required 
by the safety appliance acts or the so-called hours of service 
act, and to perform similar duties as may be directed by the 
Commission. Applicants must have had certain specified ex- 
perience with railroads. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
September 15-22, inclusive, was 570,573, as compared with 571,- 
014 cars the preceding period, according to the car service 
division of the American Railway Association. The surplus was 
made up as follows: 


Box, 247,048; ventilated box, 2,337; auto and furniture, 47,356; 
total box, 296,741; flat, 21,634; gondola, 123,871; hopper, 86,908; total 
coal, 210,779; coke, 1,104; S. D. stock, 21,137; D. D. stock, 3,525; re- 
frigerator, 13,874; tank, 476; miscellaneous, 1,303. 


Canadian roads reported a surplus of 44,765 cars, made up 
of 37,000 box, 5,000 auto and furniture, 715 flat, 250 gondola, 
400 S. D. stock, 1,050 refrigerator and 350 miscellaneous cars. 
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Colorado 


. The Centennial State, 
admitted to the Union in 
1876, present population 
1,035,791, area 103,948 square 
miles .... one of the great 
mining and agricultural states 

. leads in raising sugar 
beets, “has rich deposits of gold, 
silver, iron, coal, copper, lead 

. famed for its moun- 
tain scenery, for its excep- 
tional summer vacation 
opportunities.... 


Colorado is one of the 13 great 
Western states upbuilt and 
served by 


Union Pacific 


. the pioneer transcontinental 
railroad. Still dominated by the 
pioneer spirit, Union Pacific is ever 
on the watch for new improve- 
ments to increase the speed, safety, 
comfort and convenience of its 
service and to further the com- 
mercial interests of its patrons. 


Bring your traffic and travel prob- 
lems to us. Because of our long and 
successful experience, we are par- 
ticularly fitted to help you. 


THE OVERLAND ROUTE 


UNION PACIFIC 
Re tae 
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BUSY 


Each working hour of every day in 
1930 a ship entered or cleared from 
the Port of Houston. That is plenty of 
activity, especially for what was ad- 
mittedly an off year. 


4223 


ships entered and cleared at 
Houston in 1930. Compare this 
with the 1920 record of 165 ships 


THAT’S AN INCREASE OF 


24.59% 


in 10 Years for Port Houston 


Match that at any other major port in 
the country, if you can! There must be 
some reasons for this phenomenal 
growth of Houston—AND THERE 
ARE! Traffic men who will investi- 
gate will find they can profit by using 
Houston. Let the Houston Port Book 
and Port Register bring you the infor- 
mation. A post card will bring them 
to you regularly. 


DIRECTOR of the PORT 
J. Russell Wait 
COURT HOUSE BLDG. 
HOUSTON :: :: TEXAS 





PAGE 799 











PAGE 800 


3 NEW ELECTRIC LINERS 


automobiles uncrated as baggage. 


Westbound 
from New York 


Pennsylvania Oct. 17; Nov. 28 Virginia 


(West 28rd St.) Tel. CHelsea 3-6760 
Chicago, 180 N. Michigan Ave. 
Philadelphia, Public Ledger Bldg. 
San Francisco, 311 California St. 


c 


in the 


always 


Baltimore, Md., 15 S. 
Chicago, Ill., 140 S. Dea 


New York, N. Y., 5 Broadway 

Philadelphia, Pa., Bourse Bldg. 

Pittsburgh, Pa., Oliver Bidg. 
Regular Piers 

Atlantic Coast 
Baltimore—Pler 7, Western Md. Ry., 
Port Covington 
Philadelphia—Pier 27-N, Reading Co. 
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Proposed Sailing Dates 


California .. Oct. 31; Dec. 12 Pennsylvania Nov. 
Virginia ... Nov. 14; Dec. 26 California 
and fortnightly thereafter 

*from Los Angeles 2nd day following 


fonoma facifie fine 


y ALL NEW STEAMERS 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1Broadway, New York City 

Tel. Digby 4-5800 

Boston, 84 State St. 

Baltimore, Chamber of Commerce Bldg. 
Los Angeles. Central Bldg. 





World’s Series Games 


CALMAR LINE 


INTERCOASTAL SERVICE 


HITS THE BALL 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


MOORE & McCORMACK CO., Gen. Agts. SWAYNE & HOYT, 
A Los Angeles, Cal., 63! Central Bldg. 
: . Oakland, Cal., ist and Market Sts. 
Detroit, Mich., 2001-2 Industrial Bk. Bidg. Portland, Ore., 911 Bd. of Trade Bldg. 
San Francisco, Cal., 240 Front St. 
Seattle, Wash., 1519 Railroad Ave., South 


INC., Agents 


Pacific Coast 


Los Angeles—230-B Terminal Island 
Oakland—Howard Terminal 

Portland, Ore.—No. 
San Francisco— 
Seattle—Atlantic 


Oceanic Terminal 
ier No. - 
Dock Terminal 
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The Traffic World 


NEW YORK TO OR FROM 


ALL 33,000 TONS IN SIZE ; 3 Oy AS 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 


nd 
SromSanFrancisco—*Los Angeles 
- « - Oct. 24; Dec. 5 
7; Dec. 19 
« « Ov. Zis dan. 2 
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WHEN BEER COMES BACK 


Editor The Traffic World: 

In your issue of September 26, page 653, there is something 
about the unemployment question in connection with brewing. 

I think the writer overlooked the effect the restoration of 
the brewing industry would have on other industries. When 
beer comes back, an enormous number of breweries will have 
to be reconditioned and reequipped. Probably there are about 
sixty industries which will be called upon to furnish machinery 
and supplies, such as ice machines, bottling machines, bottles, 
caps, labels, cooperage, etc. 

Large quantities of hops, malt, rice, and fuel will have to 
be purchased and delivered. From the transportation stand- 
point, this will be a matter of large importance to the railroads. 
The census figures of the number of men who were formerly 
employed in the actual brewing of beer only tells a small part 
of the story. 

Hugh F. Fox, Secretary, 
U. S. Brewers’ Association. 
New York, Oct. 5, 1931. 


MOTOR TRUCK SERVICE 


Editor The Traffic World: 

In reviewing the September 26 issue of The Traffic World 
we could not help but notice the ad appearing on page 685 on 
the part of the Soo Line Railroad, indicating that freight by 
rail moved with speed and safety, and the further fact that 
merchandise would not be held up for unaccountable reasons. 

The picture in this advertisement would indicate that some 
of the so-called delays on the part of motor transportation on 
the highway were due to rail transportation blockading the 
highways, which would, of course, not permit the motor truck 
to go through. 

It appears to be the general impression that we, as motor 
truck operators, are always responsible for delays, and this 
would illustrate that the responsibility rests on their shoulders. 

This communication is sent to you to acquaint the shipping 
public that, regardless of these blockades on rail carriers, motor 
trucks are operating a more efficient transportation service. 

Keeshin Motor Express Company, 
By Irwin W. Hart, Vice-Pres. Traffic. 
Chicago, Oct. 6, 1931. 


JOB FOR ADVISORY BOARDS 


Editor The Traffic World: 

Referring to the article on page 680 of your September 26 
issue, in which A. G. T. Moore suggests a new job for ad- 
visory boards: 

Almost everybody is familiar with the old wheeze about 
the doctor who prescribed removal to a warmer climate for a 
lady patient, when her husband got the axe and gave it to the 
doctor with the remark: “Doctor, you hit her; I haven’t got 
the heart to do it.” 

I have felt something like brother Moore in regard to the 
advisory boards for over a year, but I did not have the 
heart to use the axe. Quite a while ago I suggested that, as 
these are advisory boards to the railroads, they could, with 
propriety, consider any subject of interest to the continuity and 
prosperity of the railroads as transportation agencies. 

I am fearful, however, that there would have to be a com- 
plete reorganization of the boards to enable them to act in 
connection with the rail carriers on the subjects in which other 
forms of transportation are interested, such as airways, barges, 
busses, and trucks, and, when such reorganization was accom- 
plished, there would have to be majority rule, as it would be 
practically impossible to obtain unanimous consent on any sub- 
ject on account of a number of “pets” which some shippers 
would attempt to protect. But such a reorganization would 
separate the sheep from the goats and demonstrate who the rail 
carriers’ real friends are. 

I doubt if it would be possible to get representatives of 
cities having waterway transportation facilities, or ambitions 
in that direction, even to go into conference with inland ship- 
pers and rail carriers on the question of what legislation, if 
any, should be enacted for the regulation and control of boats 
or barges operating on waterways. 

It might be possible to get parties into a conference in 
regard to what legislation would be feasible for the regulation 
of airways, busses and trucks, and that would be a long step 
in the right direction. 

Personally, I would be glad to assist in a reorganization 
along this line, as I have always felt that the rail carriers are, 
and will be for many years to come, the backbone of our entire 
transportation system. 

I am anxiously awaiting expressions of opinion from others 
who have given consideration to this question. The advisory 
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| Southern Steamship Company | 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


| Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 

Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station ehentanie seneonencinb PA. 
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CHICAGO MOTOR EXPRESS TERMINAL 


The service of this Terminal offers direct store-door 
delivery from Chicago to 850 cities and towns in 
middle west. A\llso through service to and from 
other cities outside Chicago. 


Fast, dependable distribution of pool cars con- 
signed through the Terminal from distant points. 


Cargo and indemnity insurance protects all shipments 
from time of acceptance until delivery to consignee. 


Office and Terminal 
| 2263 sonal — - nape 
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<('52\p rs Service <é 
General Offices: One Federal St., Boston, M Mass. 
F REIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 
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FLEET 
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Cuba, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, Mexico, Nicaragua, Salvador. 


Weekly service with transhipment at Cristobal (Canal Zone) 
to West Coast Ports of Central America, South America 
and Mexico at differential rates. Through bills of lading 
to all points. 

Shipments to El Salvador handled expeditiously via Puerto 


Barrios, Guatemala, and the International Railways of Cen- 
tral America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


1001 Fourth St., Pier 3, Nerth River, 321 St. Charles St., 
San Francisco, Cal. New York, N. Y. New Orleans, La. 


Long Wharf, 111 W. Washington St., 
Boston, Mass. Chicago, Iil. 
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Soo TERMINAL WAREHOUSES | 


Candy Stored All Year—Trackage—Complete Service 


: Chicago Illinois 


—Merchandise Stored—Pool Cars Distributed. 







iy warehouse space in individual units. Your Chicago 
‘S/) branch can be properly housed with us. No cartage 
J charges for deliveries to carriers on reshipments— 
Tunnel station in our warehouse. 


519 W. Roosevelt Road 


Seven city blocks of ground floor with office and 
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| Distribution 






Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


Handling your product for future delivery 


Maple skids that will not tear sacks or cartons receive all shipments when they 
arrive—whether by rail, water or truck. From then until they are stowed for 
final delivery they receive no manual handling. 

In the illustration sugar is being placed for storage by the method used for 
all commodities. 

Atmospheric conditions are carefully controlled in the warehouse. Air cir- 
culates above, below and around the merchandise. When ready for delivery 
to ultimate destination the skids are transported to truck, car or barge and 
the merchandise is then properly stowed. 

Economy and convenience must be supplemented by the elimination of 
damage—these three advantages in the use of our Evansville terminal should 
be attractive to you. Rates and detailed information will be gladly sent to 
you on request. 


MEAD JOHNSON 
TERMINAL CORPORATION 


J. D. Beeler, Vice Pres. and Gen. Mar. 
1698 West Olle Sweet __ Evansville, ind. 
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boards have done a world of good and they ought not to be 
scrapped without an attempt to continue this good work along 
other lines greatly in need of consideration at this time. 
J. H. Johnston, Traffic Manager, 
Oklahoma Cottonseed Crushers’ Association. 
Oklahoma City, Okla., Sept. 30, 1931. 


TRANSPORTATION REVIEW 


The Department of Commerce, in its October “Survey of 
Current Business,’ under the heading, “Transportation,” says: 


Movement of freight during August, as reflected by the number 
of freight-car loadings, declined slightly more than the usual seasonal 
amount and the adjusted index of the Federal Reserve Board was 
5.3 per cent lower than in July. Average daily loadings during Aug- 
ust were 21 per cent under August, 1930, and 34 per cent under 
August, 1929. During the first eight months of the year the average 
monthly loadings were 18 per cent under the same period in 1930 and 
28 per cent under 1929. 
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*RICHMOND, VA. 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Sp. ce 
SS Southera R. BR. Siding 200 Ins. Kate 
“épZ Virginia Bonded Warehouse Corp. 

Sa 1709 East Cary Street 
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Merehandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES 


Storage and Distrib ¢ of Merchandise of Every Description 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing — All in One Book! 


G. R. Leonard & Co. 
185 N. Clark St., Chicago 18 E. 26th St., New York 
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THE TRAFFIC WORLD 


Thanks Its Subscribers for 


Air Transportation Information 





Feeling the need for some first hand information on the 
extent to which air transport is used by business execu- 
tives, we sent out a questionnaire some weeks ago. It 
went to all our industrial subscribers in six states. Over 
36% of them replied—so many as to make it extremely 
difficult to acknowledge the replies individually. So we 
are taking this method of expressing our appreciation. 


A summary of the results obtained is given in the reading 
pages of this issue and we shall be glad to send a copy 
“ the detailed results to any one who would like to 
ave it. 


THE TRAFFIC WORLD, 418 South Market St., Chicago, Ill. 
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Average weekly merchandise loadings in less than carload lots 

during August decreased slightly, whereas, a slight increase is normal 
for this period. These loadings were almost 10 per cent under Aug- 
ust, 1930, and almost 19 per cent under August, 1929. The average 
monthly loadings of merchandise for the first eight months of the 
current year were 10 per cent under the same period in 1930 and 
15 per cent under 1929. The livestock, coal and coke, forest prod- 
ucts, and ore commodity groups recorded slight increases in average 
weekly loadings as compared with July loadings. 
A decrease in the movement of freight has naturally been re- 
flected in an increased number of idle freight cars. The daily average 
number of surplus cars for the last eight days of August was 33 
per cent greater than reported for the same period in August last 
year and 262 per cent over 1929. The peak in the number of surplus 
freight cars in the present depression was recorded in December, 
1930. 
Dividend payments of railroads during August totaled $33,500,000, 
compared with $37,700,000 in August, 1930, and $37,600,000 in August, 
1929. Payments of dividends by railroads during the first eight months 
of the year averaged $40,700,000 compared with $44,500,000 during the 
same period in 1930, and $39,150,000 in 1929. 

The seasonal increase in inland waterway traffic which has been 
underway since the opening of spring was extended through August, 
but the August tonnage passing through the Sault Ste. Marie Canal 
was only 75 per cent of that reported for August last year and only 
60 per cent of the 1929 tonnage. During the first eight months of 
the current year the average monthly tonnage passing through this 
canal was 42 per cent under the same period last year and 54 per 
cent under 1929. Traffic through the Panama Cana! increased dur- 
ing August with respect to July but was materially under August, 


1930, and August, 1929. 


CANADIAN TRANSPORT INQUIRY 


The executive committee of the Canadian Industrial Traffic 
League, in session at Montreal on September twenty-ninth, 
adopted the following resolution, to be submitted to the Prime 
Minister, and the Minister of Railways and Canals at Ottawa: 


The Canadian Industrial Traffic League, with a membership 
comprising some two hundred traffic officials of the leading industries 
of Canada, as represented by its executive committee in session this 
twenty-ninth day of September, 1931, views with considerable appre- 
hension and misgiving the reports in the press attempting to inter- 
ject changes in freight rates and their structures, into the proposed 
investigation of the transportation situation of Canada; 

And that it was the universal understanding that the said in- 
vestigation of the transportation situation was for the definite pur- 
pose of making very necessary economies in railway operations and 
practices, particularly with a view to the elimination of wasteful 
and unnecessary competition; and the study of the entire transporta- 
tion situation whether by rail, truck, bus or water; 

And furthermore this league is not impressed with the sugges- 
tions, reported in the press, that the committee to be appointed 
to conduct such an investigation should be composed of British and 
American financial experts to the possible exclusion of sufficient com- 
petent men in Canada possessing the intimate knowledge of existing 
conditions necessary to deal capably with this intricate problem. 

Be it therefore resolved, that the Canadian Industrial Traffic 
League place itself strongly on record that it is in opposition to the 
inclusion of any changes in the freight rate structure of Canada as 
part of the duties to be undertaken by such an investigating com- 
mittee, inasmuch as, by direction of Parliament in 1925, the 
Board of Railway Commissioners for Canada did conduct a general 
investigation into the freight rate structure throughout Canada, 
and that this League would strongly condemn any attempts to alter 
the freight rate structure within Canada without such an application 
first having received the sanction and approval of the railway com- 
ae and justified under the provisions of the railway act of 
Canada; 

And be it further resolved that this league considers and urges 
that the special committee to be appointed by the government to 
investigate the railway situation, must, by its qualifications, be 
capable of viewing the problem in all its various aspects and there- 
fore must properly include in its personnel members of the shipping 
public of Canada thoroughly conversant with conditions prevailing. 


CANADIAN NATIONAL EARNINGS 


Gross revenue in August of the Canadian National Railways 
were $14,309,810, a decrease of $4,758,169 as compared with 
August, 1930, according to a report received in the Department of 
Commerce from Trade Commissioner E. G. Sabine at Montreal. 
Operating expenses for that month were $13,795,775, as com- 
pared to $16,800,995 in the same month of last year. Net reve- 
nue for the month of August, 1931, was $514,034, a decrease of 
$1,752,948 from the net of August, 1930. 

For the period from January 1 to the end of August, 1931, 
gross revenues were $117,392,910, a decrease of $30,736,310, as 
against the same period last year. Operating expenses for the 
first eight months of 1931 were $115,214,221, a decrease of 
$16,970,891, and net revenue was $2,178,688, a decrease of $13,- 
765,419 from that of the same period in 1930. 
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Simple! 
Economical! 


Yet “’ Cushioned-Unit’’ Method 


of Carload Packing 


Banishes Damage 


ERE’S a case where the easiest, cheapest 

way is the best! The ‘“Cushioned-Unit”’ 

method of carload packing is simple to ap- 

ply, costs less than the usual methods of bracing, 
etc.—and gives positive protection in transit! 


This modern method of packing consists of nothing 
more complicated than wen ha the load into 
several units and cushioning each thoroughly with 
Buffing Excelsior. Simple and recite isn’t it? 
Yet this pack is certain to banish damage! 


Interesting Bulletin on Request 


Write for interesting bulletin telling how one 
carload shipper cut damage claims to 1/1000 


MERICAN 
EXCELSIOR 


General Offices 
1000-1016 N. Halsted St., Chicago, Ill. 


OTHER PRODUCTS 
Excelsior Pads—The original “‘tight pack” 
that absorbs the shocks. 


Bottle Wrappers—Used successfully for 
4O years by the world’s largest bottlers. 


Excelsior in Bales—Clean and sanitary, 
right from the forest. 


Wood Wool—Extra fine from Northern 
Basswood. 


Buffing & 
Kxcelsior 


for the new ‘‘Cushioned-Unit"’ packing method 
— available from 17 shipping points. 


The Traffic World 


Docket of the Commission 


NOTE—lItems in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


October 12—Leavenworth, Kan.—Examiner Peterson: 
24393—Dresser Sand Co. vs. C. G. W. R. R. 
October 12—Lexington, Ky.—Examiner Smith: 
24394—-Olive Hill Limestone Co. vs. B. & O. R. on et al. 
October 12—Washington, D, C.—Examiner Brinkley 
Finance No. 5662—Excess income of Louisiana Southern Ry. 
October 12—Washington, D. C.—Examiner Rasch: 
Finance No. 3896—Excess income of Red River & Gulf R. R. (fur- 
ther hearing). 
October 12—Minneapolis, Minn.—Examiner Trezise: 
—— -Western Metal Mfg. Co., Inc., vs. A. T. & S. F. Ry. 
eta 
October 12—Oklahoma City, Okla.—Examiner Witters: 
24409 (and Sub. 1)—Carroll-Brough & Robinson et al. vs. C. R. L 
& G. Ry. et al. 
October 12—Omaha, Neb.—Examiner Konigsberg: 
24607 (and Sub. 1)—Trimble Bros. vs. B. & O. R. R. et al. 
October 12—Waupaca, Wis.—Examiner Hansen: 
24526—Judd & Meyer vs. C. M. St. P. & P. R. R. 
October 12—Los Angeles, Calif.—Examiner McGrath: 
24038—J. Hofert vs. A. T. & S. F. Ry. et al. 
24543—Payne Furnace & Supply Co., Inc., vs. A. T. & S. F. Ry. et al. 
October 13—Cleveland, O.—Examiner Archer: 
21305—Industrial Rayon Corp., successors to Industrial Fibre Co., 
Cleveland, O., vs. P. M. Ry., et al. (Further hearing.) 
October 13—New York, N. Y.—Examiner Cassidy: 
23921—-Sawdust Sales Co. vs. B. & O. R. R. et al. 
24418—Federated Metals Corp. vs. Pa. R. R. et al. 
October 13—Sioux Falls, S. D.—Examiner Konigsberg: 
(. £ S. 3635—Feed from Twin Cities to points on C. M. St. P. & P. 
R. and conns, 
2aaat and Sub. 1 and 2)—Brownell Corp. vs. A. T. & S. F. Ry. et-al. 


October 13—Los Angeles, Calif.—Examiner McGrath: 
2" Chamber of Commerce et al. vs. A. T. & S. F. 
y et al. 
October 13—San Francisco, Calif.—Railroad Commission of state of 
California: 
Finance 8917—Application N. W. Pac. R. R. for authority to acquire 
= of Petaluma & Santa Rosa R. R. by purchase of capital 
stock. 


October 14—Beatrice, Neb.—Examiner Peterson: 
24446—Beatrice Steel Tank Mfg. Co. et al. vs. C. B. & Q. R. R. et al. 
October 14—Washington, D. C.—Examiner DuBois: 
Finance No. 3681—Excess income of Collins & Glenville R. R. 
October 14—Wichita Falls, Tex.—Examiner Witters: 
22415—Wichita Falls Chamber of Commerce, on behalf of Emprie 
Paper Co. vs. C. & E. I. Ry. et al. 


October 14—Mankato, Minn.—Examiner Hansen: 

24118—Brown County Cooperative Oil Assn. et al. vs. C. & N. W. 

Ry. et al, 

October 14—Louisville, Ky.—Examiner Smith: 

24599—Louisville Cement Co. vs. C. C. C. & St. L. Ry. et al. 
October 14—Los Angeles, Calif.—Examiner a 

24661—National String Instrument Corp. vs. A. T. & S. F. Ry. et al. 
October 14—Mankato, Minn.—Examiner Hansen: 

23915—White Eagle Oil Corp. vs. A. T. & S. F. Ry. et al. 
October 14—New York, N. Y.—Examiner Cassidy 

24327 (and Sub. 1 and 2)—Columbia Mills, a. vs. A. C. L. R. R. 


et al. 
24360 (and Sub. } gee Pottery Co. vs. B. & M. R. R. et al. 
October 14—Sioux Falls, S. D.—Examiner Konigsberg: 
244644—J. W. Hilliard Co. vs. G. N. Ry. et al. 
October 14-15-16—Argument at Washington, D. C.: 
17000, part 10—Hay rates within western district. (Rate structure 
investigation) and cases grouped therewith. 
October 15—Detroit, Mich.—Commissioner Aitchison: 
* 10122—Standard Time Zone Investigation. 


October 15—Washington, D,. C.—Examiner Walter: 
Finance No. 3866—Excess income of Northampton & Bath R. R. 


October 15—Washington, D. C.—Examiner Armes: 
24205—Shenandoah Boxboard Corp. vs. A. C. & Y. Ry. et al. 
Portions Fourth Section Applications Nos. 1563, 1561, 1573 and 1548. 

October 15—Los Angeles, Calif.—Examiner McGrath: 
24603—California Cooperative Poultry Co. et al. vs. A. & S. Ry. et al. 


Octoter 15—New York, N. Y.—Examiner Cassidey: 
1. & S. 3613 and first and second sup. orders—Asphalt, tar and pitch, 
from, to and between points in south. 


October 15—Evansville, Ind.—Examiner oa: 
24555—Crescent Coal Co. et al. vs. C. & E. I. Ry. et al. 
October 16—Ft. Worth, Tex.—Examiner Witters: 
1.&s. 3629—Cottonseed oil from southwestern points to California. 
October 16—Gulfport, Miss.—Examiner McChord: 
24093—Gulfport Chamber of Commerce vs. G. & S. I. R. R. et al. 
October 16—Asheville, N. C.—Examiner Later: 
* 24529 and Sub. 1—American Scrap Material Co. (Charles B. McRae, 
Trustee) vs. B. & O. R. R. et al. 
October 16—Kansas City, Mo.—Examiner Konigsberg: 
24514—Prairie Pipe Line Co. vs. A. T. & S. F. Ry. et al. 
24527—Rudy-Patrick Seed Co. vs. A. T. & S. F. Ry. et al. 
October 17—Argument at Washington, D. C.: 
Fourth Section Application 14080—Sugar. 
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October 17—Chicago, IIl—Examiner Trezise: 
|. & S. 3606—Green coffee, New Orleans to Kansas City. 


October 17—Kansas City, Mo.—Examiner Konigsberg: 
23941—-Missouri-Kansas Pipe Line Co. et al. vs. A. C. & Y. Ky. 
et al. (further hearing). 
October 17—Nashville, Tenn.—Examiner Smith: 
24557—Ralston Purina Co., Inc., vs. A. & S. R. R. et al. 


October 17—Sioux City, Ia.—Examiner Hansen: 
24098—Robb-Ross Co. et al. vs. C. & N. W. Ry. et al. 

October 19—New Orleans, La.—Examiner McChord: 
24493—-Hardwood Export Co. et al. vs. A. & L. M. Ry. et al. 


October 19—Argument at Washington, D. C.: 

Finance No. 8645—In the matter of application of M. P. R. R. for 
approval and authorization of acquisition of control as provided 
in paragraph (2) of section 5 of the interstate commerce act by 
purchase of stock of N. E. Okla. R. R. 

Finance No. 8689—Application of C. P. Ry. for authority to acquire 
control of Aroostock Valley R. R. by stock purchase. 

Fourth Section Application No. 13647. 

Fourth Section Application No. 13968 
ritory. 

Fourth Section Application 14242 et al.—Coal and coal briquettes to 
points in southern territory. 

October 19—Detroit, Mich.—Examiner Archer: 

1. & S. 3591—Classification rule 34 governing size and minimum 
weight of cars. 

October 19—Washington, D. C.—Examiners Hosmer & Dillon: 
24069—Atlantic Coast Line R. R. et al. vs. A. & A. R. R. Corp. et al 
24160—In the matter of divisions of joint interterritorial rates be- 

tween official and southern territories (adjourned hearing). 

October 19—Wichita, Kan.—Examiner Peterson: 
22821—General Mills, Inc., successor to Red Star Milling Co. vs. 

Cc. R. I. & P. Ry. (further hearing). 


October 19—San Francisco, Calif.—Examiner McGrath: 
Fourth Section Application No. 1397—Filed by S. P. Co. 
October 19—Boston, Mass.—Examiner Cassidy: 
Fourth Section Application 14444 of B. & A. R. R. 
Fourth Section Application 14445 of B. & M. R. R. 


October 19—Cedar Rapids, Ia.—Examiner Hansen: 
24428—State University of Ia. vs. C. R. I. & P. Ry. 
October 19—Atlanta, Ga.—Examiner Later: 
21228 and Sub. 1—Creomulsion Co., Inc., vs. Southern Ry. 
22498—Obear-Nester Glass Co. vs. Southern Ry. (Further hearing 
in accordance with Commission’s order of July 6, 1931.) 


October 19—Chicago, Ill—Examiner Trezise: , 
1. & S. 3624—Excursion passenger fares in parlor and sleeping cars 
between Chicago, Ill., and Minneapolis-St. Paul, Minn. 
October 19—Ft. Worth, Tex.—Examiner Witters: 
23949—Amherst Elevator Co. et al. vs. A. T. & S. F. Ry. et al. 
23960—L. B. Archer et al. vs. A. T. & S. F. Ry. et al. 
October 19—Nashville, Tenn.—Examiner Smith: 
24616—Ralston Purina Co., nIc., vs. A. & S. R. R. et al. 


October 19—Washington, D. C.—Examiner Kelly: 
Finance No. 3921—Excess income of Santa Maria Valley R. R. 


Cement to New England ter- 
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October 20—New Orleans, La.—Examiner McChord: 
24509—Port Gibson Oil Works, Inc., vs. L. & A. Ry. et al. 


oar » Tiakieee N. J.—Board of Public Utility Commissioners 
oO re 
* Finance No. 8117—Application Pa. & Atlantic R. R. for authority to 
abandon its Island Heights branch (further hearing). 
October 20—Washington, D. C.—Examiner Armes: 
24402—F'arm Seed Association of North America et al. 
vs. A. T. & S. F. Ry. et al. 


October 20—Argument at Washington, D. C.: 
23193—-Saniwax Paper Co. vs. A. A. R. R. et al. 
-— wer Utilities Commission of State of Idaho vs. O. S. L. 
° - et al. 
Finance No. 7308—Use of Pennsylvania Terminal in New York City 
by Long Island R. R. 
October 20—San Francisco, Calif.—Examiner McGrath: 
Fourth Section Application 14404, filed by F. W. Gomph. 
October 20—Moline, Ill.—Examiner Hansen: 
21755 (Sub. 1)—Moline Consumers Co. vs. C. B. & Q. R. R. et al. 
October 20—Florence, Ala.—Examiner Smith: 
24319—Dixie Syrup Co. vs. A. B. & C. R. R. et al. 
October 20—Boston, Mass.—Examiner Cassidy: 
24435—Missisquoi Pulp & Paper Co. et al. vs. N. Y. C. R. R. et al. 
24577—O. W. Seibert Co. et al. vs. M. C. R. R. et al. 


October 20—Atlanta, Ga.—Examiner Later: 
24445—Holloway Fruit Co., Inc., vs. A. B. & C. R. R. et al. 





SHIPMENT OF HOST FRUITS 


The Secretary of Agriculture has announced an amendment 
to the Mexican fruit worm quarantine regulations, effective 
October 2. Under this amendment, the use of permits for the 
interstate movement of host fruits will be extended to host 
fruits packed in containers which have customarily been used 
for the commercial shipment of host fruits, or of such a nature 
as clearly to indicate the fact that host fruits are contained 
therein. Waterproof fabric mesh bags is sizes not to exceed 
one and three-fifths bushels and such other sizes as may later 
be authorized by the plant quarantine and control administra- 
tion are included among the containers which may be used for 
the interstate movement of host fruits. 


A. R. A. MEETING 


The annual meeting of the American Railway Association 
will be held at the Blackstone Hotel, Chicago, November 4. 
Business on the docket includes a report of the car service 
division on general transportation conditions, report of the board 
of directors on work contemplated by divisions and sections, 
and other matters. 
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The Traffic World 


Vol. XLVIII, No. 16 


Volume 174. 
I.C.C. Reports 


Volume 174 of the reports of the Inter- 
state Commerce Commission contains an 
unusually interesting story for the traffic 
man, industrial or otherwise, who wants 
to make more rapid progress, and better 
earnings, in his work. But the story it 
tells might well be found duplicated in 
other volumes of the Interstate Commerce 
Commission as issued from time to time. 


Here is the story: 


Traffic practitioners, trained in Traffic 
Management by the LaSalle Problem 
Method, participated in approximately 
34% of the cases reported in Volume 174, 
I. C. C. Reports, decided by the Inter- 
state Commerce Commission in the Spring 
of 1931. 

IN ONE CASE OUT OF EVERY 
THREE, A LASALLE TRAINED 
TRAFFIC MAN TOOK PART AS 
A PRACTITIONER BEFORE THE 
INTERSTATE COMMERCE COM- 
MISSION. And these men were suc- 
cessful in the majority of cases. 

Is this not good evidence of the practic- 
ability of LaSalle Traffic training, and is 
it not clear why LaSalle students and 
graduates are generous in their recogni- 
tion of what the University has done to 
help them become successful in their work? 


While handling cases before the Interstate 
Commerce Commission is an important 
part of traffic work, it is by no means all 
that the trafic man does. ‘There are 
many other activities of equal or greater 
importance, and LaSalle traffic training 
is so presented that a fine balance is main- 
tained throughout. Moreover, this train- 
ing often makes it unnecessary to resort 
to the Interstate Commerce Commission 
for settlement of some controversy, be- 
cause the properly trained traffic man will 
not present cases of doubtful merit. Thé 
fact, as shown above, that LaSalle trained 
men win a large percentage of their cases 
is evidence of their careful consideration 
and preparation, with a desire to avoid 
burdening the Commission’s docket with 
ill-conceived complaints. 

In this work LaSalle traffic students and 
graduates have to guide them, through 
the text and training material and con- 
sultation privilege, the mature judgment 
of such successful men as Winthrop M. 
Daniels, Professor of Transportation, 
Yale University, formerly member and 


chairman of the Interstate Commerce 
Commission ; John S. Burchmore, member 
of the well known firm of commerce at- 
torneys, Walter, Burchmore & Belnap; 
Ross D. Rynder, Commerce Attorney, U. 
S. Yards, Chicago; Karl Knox Gartner, 
Commerce Counsel, Washington, D. C., 
formerly attorney and examiner for the 
Interstate Commerce Commission; Carl 
D. Jackson, Attorney, formerly president, 
National Association of Railroad and 
Utility Commissioners, and formerly 
chairman, Railroad Commission of Wis- 
consin; C. R. Hillyer, Commerce Coun- 
sel, formerly attorney for the Interstate 
Commerce Commission; F. C. Hillyer, 
Commerce Counsel, Jacksonville Traffic 
Bureau, Inc., and formerly attorney for 
the Interstate Commerce Commission, and 
many others. 


Illustrating the opportunities in traffic 
management for the properly equipped 
traffic man, it is interesting to know what 
the men who handled these cases in Vol- 
ume 174, I. C. C. Reports, were doing at 
the time they saw the advantages of train- 
ing and subscribed for LaSalle’s Traffic 
Management Training Service. Here are 
some of their occupations at that time: 
rate clerk; tariff clerk; railroad station 
agent; lawyer; bill clerk; clerk; assistant 
trafic manager; traffic manager; shipping 
clerk; ticket seller; office manager; op- 
erator; yard clerk; secretary to general 
passenger agent; chief rate clerk; traffic 
attorney; secretary of trade association, 
etc., etc. Some of these men occupied 
high positions, others, positions of less 
importance, and still others, positions of 
minor importance. But, regardless of 
their starting positions, these men were 
helped by LaSalle Traffic training to 
make substantial progress in their traffic 
careers. 

LaSalle has helped thousands of traffic 
men become more successful. These La- 
Salle members are to be found wherever 
trafic men find employment. Possibly 
LaSalle can help you, too, become more 
successful in your traffic work. In asking 
us for particulars about the training, you 
do not place yourself under any obligation 
to subscribe. If you have the experience 
and educational qualifications necessary to 
profit by the training, we know we can 
help you. And if you cannot profit by 
this training, we will tell you also. 


LaSalle Extension University 


Chicago, Illinois—Dept. 1095-TA 
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#s 2 Santa Fe man 
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Reviving industry looks eagerly toward the ever increasing popu- 
lations of the vast rural areas and teeming cities of the great 
Southwest for new and widening markets. And as distribution of goods 
and materials over this great area increases, shippers come more 
and more to appreciate the splendid facilities of the Santa Fe—one 
line—on time—all the way—for fast, reliable, direct deliveries to all 


in each city listed principal distribution centers in the Southwest. Route your next 


below, call bimin consignment via Santa Fe. 
Albuquerque, N. M. Clinton, Okla. Houston, Tex. New Orleans, La. Pueblo, Colo. Santa Barbara, Calif. 
Amarillo, Tex. Colorado Springs,Colo. Hutchinson, Kan. New York, N. Y. St. Joseph, Mo. Santa Rosa, Calif. 
Atchison, Kan. Dallas, Tex. Indianapolis, Ind. Oakland, Calif. St. Louis, Mo. Seattle, Wash. 
Atlanta, Ga. Des Moines, la. Joplin, Mo. OkiahomaCity, Okla. Sacramento, Calif. Stockton, Calif. 
Beaumont, Tex. Denver, Colo. Kansas City, Mo. Paris, Tex. ; Salt Lake City, Utah Temple, Tex. 
Boston, Mass. Detroit, Mich. Leavenworth, Kan. _ Peoria, Ill. San Angelo, Tex. Topeka, Kan. 
Buffalo, N. Y. El Paso, Tex. Los Angeles, Calif. Philadelphia, Pa. San Antonio, Tex. Trinidad, Colo. 
Chicago, Ill. Fort Madison, la. Lubbock, Tex. Phoenix, Ariz. San Bernardino,Calif. Tulsa, Okla. 
Cincinnati, O. Fort Worth, Tex. Mexico City, Mex. Pittsburgh, Pa. San Diego, Calif. Waco, Tex. 
Cleveland, O. Fresno, Calif. Milwaukee, Wis. Pomona, Calif. San Francisco, Calif. Wichita, Kan. 


Galveston, Tex. Minneapolis, Minn.' Portland, Ore. San Jose, Calif. Wichita Falls, Tex. 
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The business district 
of Los Angeles 























Between 
East- 
Southwest 
and 
Pacific 
ONE LINE- 
ON TIME 
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International 





N the building of high-grade motor 

trucks, International Harvester 
has advanced by what may well be 
called “leaps and bounds.” Today 
this Company ranks high among the 
leaders in truck manufacture, mak- 
ing both speed and heavy-duty 
models for all hauling requirements. 
Three-fourths of the huge annual 
output of International Trucks is 
sold to industry and commerce, one- 
fourth to agriculture. 

International Truck success is based 
on true quality, demonstrated econ- 
omy and lasting satisfaction—and on 
SERVICE. 

The largest Company-owned truck 
service organization in the world 
stands back of International Truck 
operation. Branches at 183 points in 
the United States and Canada, supple- 
mented by thousands of dealers, pro- 
vide a service that is of extreme value 
to the International owner. Whether 


Quality Trueks 


—in the low price range? 


he is in Syracuse or San Diego, in 


Seattle or Savannah, the same com- 
plete stocks, the same modern equip- 
ment for repairs and overhauling, the 
same expert attention at lowest costs 
are at his service at a neighboring 
International branch. 


Topay’s official new-truck regis- 
tration figures indicate that Interna- 
tional is increasing its leadership in 
truck manufacture and sales during 
1931—growing tribute to these trucks 
and this service. 


The full line of modern Interna- 
tional trucks, of handsome design, 
and with absolutely no sacrifice in 
quality, is now available with a low 
schedule of prices made possible by 
quantity production. 


Ask for a demonstration of the 144-ton 
Model A-2 featured above, or any other 
International. Sizes range from %-ton to 
5-ton. 


INTERNATIONAL HARVESTER COMPANY 


606 S. Michigan Ave. 


INTERNATIONAL T TRUCK 


vw 


OF AMERICA 
(1IncORPORATED) 


Chicago, Illinois 





New Model A-2, a 1'4-ton 4-speed Inter- 
national. The price of the 136-inch wheel- 
base chassis with standard equipment is 


5675 


f. 0. b. factory 


BALTIMORE or 
BAKERSFIELD 


International branches are established 
to stay. We may relocate to better the 
service, but we have never abandoned a 
territory. A view of the interior of one 
factory-standard service branch, in small 
town or large, is a view into them all— 
183 Company-owned International 
branches. And in-between are hundreds 


_ of International Truck dealers, with ser- 


vice ideals patterned after our own. The 
object of them all is to keep Internationals 
on the job at low cost —to keep Interna- 
tional owners content with their trucks. 





The International Branch at Baltimore, Md. 





The International Dealer (A, H. Karpe) 
at Bakersfield, Calif. 













| 
; 
‘ 
4 
< 
E 
: 
a 
; 
4 
4 
4 
é 
t 
j 


October 17, 1931 


The Traffic World ———___________________ PAGE 809 


Loading cars direct from a ship at one of 
Erie’s Hudson River piers. 


Between Tidewater and the Lakes 


ERIE RAILROAD SYSTEM 


ROUTE OF THE ERIE LIMITED 
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UNITED AIR LINES 


CONNECTING ROUTES eauue 
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LARGE 
INDUSTRIAL 
CONCERNS Adopt 


AIR 
TRANSPORTATION 










Of 1000 large firms 
questioned, 734 reported 


«An average of four of our 
executives and represent- 
atives now use the airplane 
regularly”’ 


30 MILLION MILES - 5 YEARS’ FLYING EXPERIENCE 





The marked saving in travel time, in travel costs, and 
more business transacted in less time, is bringing in- 
dustrial America to a full realization of the value of 
airplane transportation in expediting business. Your 
firm cannot afford to let your competitor use a faster 
form of transportation. 


Cut Travel Time to One-Third 


By United Air Lines, the continent is 28 hours wide 
and only 13 hours from the Mexican to Canadian 
borders. The Great Lakes to Texas is only a daylight 
flight. Cut travel time to one-third by sending your 
sales executives, district and service managers, pur- 
chasing agents and heads of departments via United 
Air Lines. In many instances your men can travel 
distances of 1,200 miles without loss of business time. 
Recent reductions make plane fares between many 
points equivalent in cost to train travel. 


Read what this great air transportation system offers you ! 


100 late-type planes powered by famous Pratt & 
Whitney “Wasp” and “Hornet” motors... 150 trans- 
port pilots, averaging more than 20 times the flying 
experience required by the government for transport 
pilots ... the most extensive two-way voice radio com- 
munication (between pilots and ground stations) of 
any air line in the world .. . U. S. government direc- 
tive radio beacon service every mile of every route, 
24 hours a day .. . four experts aground for every 
pilot aloft (a ground staff of 600) .. . flight over 
6,119 miles of Department of Commerce improved 
and lighted airways ... complete U. S. weather bu- 
reau reporting service. 


Ask our representatives for complete information about United 
Air Lines, or any Western Union office will make your reserva- 
tion at no extra charge. Get the latest schedules and facts 
about our equipment, our experience. Write to nearest office 
below. 





PASSENGER SERVICE—AIR MAIL—AIR EXPRESS 
National Air Transport... Boeing Air Transport... Pacific Air Transport...Varney Air Lines 
Subsidiaries of 


UNITED AIR LINES 





CHICAGO, 400 S. Michigan Ave. 
Phone Wabash 0230 

CHEYENNE, Boeing Air Transport. 
Phone 3331 


CLEVELAND, 708 Superior, N. E. 


Phone Prospect 3300 i 
DALLAS, 1402 Commerce St. Phone ee ee _— aie 

7-8724 MINNEAPOLIS, Northwest Airways, 
DENVER, Transportation Desk, Inc. Phone Dupont 4881 

Brown Palace Hotel. Phone Tabor NEW YORK, 36 W. 40th St. Phone 

3111 Longacre 5-5170 


DETROIT, 139 Bagley Ave. Phone 
Cherry 2911 

KANSAS CITY, 1107 Baltimore Ave. 
Phone Harrison 7470 

LOS ANGELES, 749 S. Hill St. 
Phone Trinity 3434 


SALT LAKE CITY, Hotel Utah. 
Phone Wasatch 2002 


SAN DIEGO, Lindbergh Field. Phone 
Hillcrest 4437 


SAN FRANCISCO, 320 Geary St. 
Phone Douglas 1940 


SEATTLE, 406 University St. Phone 
Elliott 3322 


Also Leading Hotels, Travel Bureaus 
and Western Union Offices 


OAKLAND, Municipal Airport. 
Phone Trinidad 1700 


OKLAHOMA CITY, Okla. City Air- 
port. Phone 3-4214 

OMAHA, 15th and Harney Sts. Phone 
Jackson 0625 

PORTLAND, 331 Morrison St. Phone 
Beacon 6194 


ST. PAUL, Northwest Airways. 
Phone Riverview 4500 


5 en ae 
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